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Shippers Rely on the Fast, 
Dependable Service of the 


Between St. Louis, 
or Kansas City and 
the Larger Cities of 
‘Missouri, Kansas, 
Mklahoma, Texas 


amo’ Table 
D’Hote Meals 

Air-Conditioned Diners 
DeLuxe Air-Conditioned 

Lounge Cars 

Route of the 
Texas Special 
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“The time has come,” the Walrus said, 


“To talk of many things: 


Of shoes —and ships—and sealing wax — 


Of cabbages and kings.” 


Lewis Carroll 





eS 














= 







opt ere Sart ae 








3 


TT ee ee 





SISTON TRAN SPOR 


that the same fast, adequate, efficient — 





HE time has come “to talk of many — 
things’— forinstance, cabbage. The | 
farmers of Southwest Virginia are har- 
vesting one of their best cabbage crops 
in years. And Precision Transportation 
is carrying this crop to the leading 
markets of the country. 
Southwest Virginia cabbage is gath- 
ered in the fields and carried immedi- 














ately to special railroad cars. Thereis ff | 
no storage, no delay. It is rushed : 4 






When the time comes to talk hats 
cabbage—talk about cabbage from 
Southwest Virginia. When the time — 
comes to route your freight, remember 
—Precision Transportation. And the fact 











service given to the cabbage shippers 
of Southwest Virginia is available for 
a 
ships or sealing wax.” : 
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IF you like to receive 
compliments from your 
customers on your prompt 


deliveries, 


SHIP VIA 


NICKEL PLATE ROAD 


P H °o T oO G R A P H a 
UNDERWOOD &@& UNDERWOOD 
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NY. 


Modern construction and equipment pro- 
vide for the handling of merchandise with 
the utmost safety and dispatch. Our ca- 
pacity of 50 cars per day, all of which are 
worked under cover, gives full protection 
to your merchandise from damage by the 
elements. Pool cars are promptly distrib- 
uted. All suburban trucking companies 
maintain offices within the warehouse, pro- 
viding efficient cartage facilities. 


The warehouses are served by all rail- 
roads, Great Lakes steamers and New 
York Barge Canal lines. 


Here you are offered every service that 
your own branch could furnish other than 
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A Warehousing and Sa 
Distributing Service that is Unequaled 


selling the product. 


We are especially equipped to warehouse 
and distribute valuable food products and 
other classes of package merchandise. 


Write for detailed information. 


KEYSTONE WAREHOUSECO. 


—SSSS= SENECA AND HAMBURG STS. 


HARVEY C. MILLER 


President 
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W. W. J. BISHOP BISHOP 
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The Connection Made 
Saves Time 


It is particularly true of shipments moving long distances 
that hours saved at an important interchange point may 
lengthen into days at destination. 


At Peoria, the P. & P. U. Ry. serves fourteen trunk line 
railroads which carry commodities to and from every 
corner of the country. Planned and equipped as it is 
for the purpose of interchanging freight from one road 
to another, it actually saves hours of the time that is 
usually necessary for the interchange of freight. A 
connection effected at Peoria often makes it possible 
to make connections at distant interchange points and 
then hours multiply into days. 
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Alll orders are “‘Rush’’ nowadays, so ship via 


Peoria, [llinois 


THE GATEWAY CITY 
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Address inquiries for information to: 


EK. F. STOCK, Traffic Manager 
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. | 
Our Platform they are trying to do it. We say they should have | . 
their chance. | ey 


A permanent transportation institute, supported by If this reasoning is accepted as logical and fair, then 


all interested in sound policies, for the purpose of the suggestion made by Jesse H. Jones, chairman of the 





setting forth facts without bias. Reconstruction Finance Corporation, that the public and HHT 
i : ; ‘ ee 
Private ownership and operation of all transport. the government should be represented on the board of 
Take the government out of the ocean and inland water- directors of the new railroad association is obviously out 
way transportation business. f vl O et] i for tl a ; 
sas . ace » » very es P ’ Ww i Vz i 
Keep politics out of rate-making. Me piace. ne o 1@ very Move OI ” new — 1 bi 
A scientific determination by competent and un- tion and its endeavor to do by cooperation some of the | tH 
biased investigation as to whether commercial motor things that it has been suggested that the railroads should ay 
vehicles are paying their fair share of the cost of high- qo, is to avoid the necessity for government interference ht 
“vn used by them = their business, and a uniform ap- farther than it necessarily interferes through regulation eee 
. plication of the principles thus arrived at. ier ial Radian. at isdntesl TI feels . 
P , rstate ‘rce SSION, » re ‘Oi 
Proper payment by inland waterway transport for A) i¢ - ersta ‘ —s ree Oommi Ion 1@ Prallroat 
the use of the waterways as a place of doing business. business is a private industry, regulated by the govern 
Equalization of regulation of the various agencies ment, and the railroads wish it to remain so. They are 4 
of transport and jurisdiction over all of them by the not suggesting that they be freed from regulation, but | iat 
same body or coordinated bodies. — they do not wish to be governed by other authority. In [a 
An Interstate Commerce Commission composed of , de. 2 ’ ati 
~ this desire, we think, they are joined by their patrons, Hy 
men, not only of good character and general ability, but : J . : 
with some special training in and knowledge of the mat- the shippers, who wish to deal with the railroads as eee 
ters with which they have to deal. buyers with merchants and not with the government as Biee | 
Non-discriminatory and reasonable rates for ship- subjects. We hope the suggestion made by Mr. Jones is ee 
pers, but a rate level high enough to give the transport entirely his own and will not find favor either with the ty 
agencies the adequate revenue prescribed by sound public ; ? saad {| 
policy public or with higher government officials. If the rail | 
| A traffic department, in charge of a capable trafic roads are to solve their own problem, as they are con | 
’ ’ 
man, for every business concern doing any considerable stantly told they should, then they are at least entitled ) 
amount of shipping, and a realization by industrial trafic to an opportunity to do so. We wish them well, and pet 
men wrap A so on Nesey to give the sort of everybody ought to have the same attitude. Ke 
servi - oe , , : 
ce that will justify employing them. The danger of failure in the new effort, of course, as 
oo-0-0-0- everybody can understand and as, doubtless, the railroads 
themselves realize, lies in the difficulty in persuading the 
HANDS OFF THE RAILROADS managers of the railroads to stand together in any move 
Lo pprapeind one may think of the new Association held by the majority to be in the interest of the industry : 


of American Railroads, the effectiveness of its “set as a whole but that may, for all that, operate to the ap 
lp,” its possibilities of weakness in working out the ends parent hurt of some individual line or lines. But they 
lor which it is intended, or the purposes of the railroads must overcome this difficulty if their purpose is to be 
in organizing it, we think it is no more than fair that accomplished. They have chosen a wise and able head 
it should have a trial—that the railroads should be per- in Mr. Pelley, whose qualities of leadership may mean 
itted, without captious criticism or hamperings of any success where another man just as able and just as sin 
‘ort, to make this attempt at working out their own salva- cere might fail, and they have apparently set up for the 
tion. We have been told by critics that the plight in settling of disputes machinery that ought to work fairly 
Which the railroads find themselves is largely of their for all. They must give and take here and there and 
*Wn making and by friends and enemies alike that, if they must act as a unit in important matters, else their 
; the railroads do not do something about it, something new organization will be for naught and, as has been 
Will be done for them, either by means of a permanent’ threatened many times, their affairs are likely to be 


Coordin — ' . a 
vordinator of Transportation, a Secretary of Transpor- taken out of their hands. | 

. . , . . . . 
‘ation, or even government ownership or operation. Now Another word of caution to the railroads is, per 
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haps, proper in this connection. By no means must it 
be the fact or be allowed to be suspected that this super 
organization is set up merely to forestall proposals for 
government interference or management of one sort or 
another and that the railroads are not serious and do not 
Their sincerity must be attested by 


and it 


mean what they say. 
acts, else the new edifice will crumble should 
crumble. It is, to be sure, an expensive structure that 
has been reared, with an abundance of departments and 
officers and a huge staff, but the railroads are a large 
industry and, of course, something had to be conceded to 
the men and departments already employed in similar 
work—this out of consideration for the men who would 
otherwise be deprived of jobs, and for reasons of ex- 
pediency, lest opposition be incurred. The main thing 
was to get together a working organization with author 
ity to act. That is in process of achievement and, as we 
have said, fire should be withheld until there has been 
opportunity for results and no results have been forth- 
coming. 


EQUALIZATION OF REGULATION 

HERE is, of course, no end of the things that will be 

proposed for action by the new Association of Amer 
ican Railroads, but there is one thing we wish to urge 
on it for immediate consideration; that is a plan with 
definite specifications, for reducing the amount of regu 
lation imposed on the railroads, while urging that an 
equal amount be applied to their competitors. 

We believe that no fair-minded man, intelligent on 
the subject, can hold that it is proper to regulate the rail 
roads and not regulate their competitors in the same 
measure, so far as physically possible, and yet the pro- 
gram for regulating the motor trucks, for instance, to 
put them on an even footing with the railroads, meets 
much opposition on the ground that it is proposed to in- 
crease rather than decrease the sum total of regulation, 
the burden of which on the railroads has been a source of 
complaint. “And now,” it is said, “we propose to ham 
string the commercial motor vehicles as well as the rail- 
roads.” 

If if were unavoidable that the present amount of 
regulation should continue to be applied to the railroads, 
then the above remark might not be made with so much 
force and show of reason, for, whether regulation is bur- 
densome or not, it is not fair to visit it on one form of 
transportation and not on another competing kind; but 
it is not unavoidable; there is room for a diminution in 
railroad regulation and now is the time to bring it about. 

The railroads have been justly criticized for not 
bringing forward some such plan. Among the critics is 
Coordinator Eastman, who referred to the matter last 
week in his address to the National Association of Motor 
Bus Operators in Cleveland. His point was well taken 
but, of course, it is not for him or any other public officer 
charged with the duty and responsibility of bringing 
order out of the present transportation chaos to “pass the 
They may be remiss in this 


buck” to the railroads. 


matter, but because they refuse or hesitate to propose 
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specific means of relief from regulation is no reason why 
the fault should not be cured by others. We think, for 
instance, that Coordinator Eastman, in his bill for regula 
tion of the motor trucks, sponsored by him in the last 
Congress and expected to be revived in the next session, 
has not done his full duty because he has not provided 
for this situation; he merely puts regulation on the trucks 
without removing any from the railroads. Equalization 
of regulation is a sound slogan, but those who think their 
interests would be adversely affected by its application 
have a right to complain if an unjustifiable burden is 
proposed for their shoulders merely because the same 
kind of burden already rests on the shoulders of thek 
competitors. 

Undoubtedly, equalization of regulation is the fore 
most necessity in transportation today; without it the 
railroad cannot hope to prosper, in good times or bad; 
reduced 
business for 


neither increased nor rates avail to get more 


profits or more them; their competitors 


merely meet the new situations as they arise. The new 
railroad organization will have to tackle it and we hope 
it will do so firmly and without gloves, but we also 
hope it will do so wisely. The wise way, we think, is to 
insist on equalization but, at the same time, to propose a 
definite reasonable plan for removing some of the railroad 
regulation, reducing, if possible, instead of increasing 
If the railroads, 


however, do not do this, it is just another thing that 


the sum total of regulatory measures. 


must be done for them. Those charged with or who ar 


rogate to themselves the function of solving the trans 
portation problem cannot allow the situation to continue 
as it is or change it merely by piling regulation on the 
trucks, just because the railroads do not propose an ade 
quate and reasonable program. 


HOCH-SMITH COTTONSEED 

The Commission is receiving a considerable volume of pro 
tests requesting the suspension of tariffs filed by publishing 
agents throughout the country establishing rates and charges in 
purported compliance with its decision in No, 17000, part 54, 
cottonseed, its products and related articles, effective October 
3. Objections are being made by protestants to the rates them 
selves on the ground, among others, that rates established under 
prior decisions of the Commission were not superseded by the 
rates ordained by the decision in the Hoch-Smith proceeding. A 
number of short lines have protested that the new tariffs would 
close existing routes contrary to the proviso in the emergency 
legislation creating the office of coordinator. That proviso says 
that no route shall be closed except with the consent of all 
participants in it. Other objections are being made by crushers 
of cottonseed doing business at transit points, particularly al 
the lower Mississippi River crossings. Among those who have 
asked for the suspension of the tariffs are: 

Standard Soy Bean Mills, Keokuk, Ia.; Armour and Co., for 
the Lookout Oil and Refining Co., Chicago; American Maize 
Products Co., Clinton, Co.; Corn Products Refining Co., Penick 
& Ford, Ltd., and A. E. Staley Manufacturing Co., corn products 
manufacturers in Illinois, Iowa and Indiana; Glidden Co., and 
its subsidiaries, Van Camp Oil Products Co. and Durkee Famous 
Foods, Louisville, Ky., and Chicago, Ill.; Blanton Co., St. Louis, 
Mo.; Minneapolis Traffic Association; Archer-Daniels-Midland 
Co., Minneapolis, Minn.; Texas Electric Railway Co., Dallas, Tex.; 
Seaboard Refining Co., New Orleans, La.; Quanah, Acm: « 
Pacific Railroad Co.; Texas Cottonseed Crushers’ Association, 
and Oklahoma Cottonseed Crushers’ Association, Fort Worth, 
Tex. 


CHANGE IN DOCKET 


Hearing in |. & S. No. 4013 and 1st sup. assigned for Sept 
26, at Chicago, Ill., before Examiner Flynn, was canceled and r¢ 
signed for October 29, at Chicago, Ill., before Examiner Hagerty. 
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Current Topics in 
Washington 
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As the time draws nigh when the 
Supreme Court of the United States 
must pass on new deal legislation, 
one of the sharply etched facts is 
of an Honest Court that that tribunal will be roundly 

abused if it holds, in any important 
that Congress disregarded the Constitution in new deal 
lation. “Reactionary,” probably will be the mildest adjec- 

e thrown at its head, by many so-called liberals. 

Without doubt, it will be accused of nullification. Nullifica- 
( an offensive word in American history on account of 
the one-time claimed right of a state to veto an act of Congress. 

Self-anointed “liberals,” presumed to know how to amend 
the Constitution, as a rule scorn to proceed in the way provided 

changing that fundamental law. Seemingly, they prefer to 
indertake to besmear a judge or any other individual who in- 
sists that they follow the rules of the game. Many of them may 
not avow it as a principle that “the end justifies the means,” 
but they seem to act on it all the time. With them an act of 
Congress is sacrosanct—if it meets their views as to what 
should be done, If they have ever subscribed to the American 
doctrine that the courts are the judges of whether Congress has 
ept within the Constitution, the act of subscription is not 
notorious. Consistency, seemingly, is inconsistent with “liberal- 
ism,” of their brand. 

Abraham Epstein, advocate of social insurance, making indi- 
vidual thrift really unnecessary, discussing what President Roose- 
velt should do in making up his program of social legislation 
for Congress to enact this coming winter, illustrates, it is be 
lieved, both the sort of criticism likely to be heaped on the 

id of the Supreme Court if it dares say any part of the new 
deal is unconstitutional, and “liberal” inconsistency. 

In one place he declares that social legislation so far has 
been the prerogative of the forty-eight states. “Prerogative” 
is defined as an indefeasible and unquestionable right belong- 
ng to a person or a number of persons; that is, it cannot be 
iken away or given up. 

That social legislation is the prerogative belonging to the 
States, it is believed, will not be denied or questioned by the 
most moss-backed reactionary that ever lived. If it belongs to 
the states as a prerogative, it cannot belong to Congress. 

Yet, in the same article, Epstein declares that, prior to the 
new deal, the Congressional record of social legislation was 
barren. Another way of saying the same thing is to say that 
Congress kept its nose out of what he said was the business 
of the states. Yet that fact did not constrain him to speak 
respectfully of the Supreme Court's decision on the child labor 
act, passed by Congress, that it was unconstitutional. 

The enactment of that law “later nullified by the courts,” 
said he, “has actually set the movement back indefinitely.” 
That is to say, the courts, by observing their oath, “nullified” 

mething Congress never had the power to enact. Thereby, it 
set the mevement back indefinitely. 

By the same sign, the Department of Justice agents who 
eposited lead in John Dillinger, “‘nullified’’ his plans and actually 
Set k the movement started by him, “indefinitely.” 


Most Thankless Task 


in America Is That 


Men who have scanned cooperative 
efforts put forth in opposition to the 
increases in rates proposed by the rail- 
roads have noted one thing. That is 
the getting together of units in various 
industries for united effort, in a way 
; not common twenty years ago. 
core of years ago wholesale grocers, for example, app3r- 
ere so suspicious of each other that concerted action by 
n hardly anything was not expected. Perhaps they were 
of the anti-trust laws to such an extent that one dared 
say “good morning” to another. The late Edward N. Hur- 
ile a member of the Federal Trade Commissian, said one 
hopes was to persuade men in the same line of business to 


Americans Learning 
Cooperation and 


Combination 


Di e time of day with each other without fear of prosecution. 
operation forced by the government in the world war 
pe il is believed, started the unafraid chumminess in enter- 


in which each member of an industry had an equal inter- 
against the public interest. NRA has also required 
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cooperation such as would have brought the trust-bursters out 
of their lairs in the Department of Justice a generation ago, 
breathing fire and brimstone and alleging that friendly con- 
sultation and united action for the good of every man in an 
industry could mean nothing less than a combination in restraint 
of trade. 

Noting the fact that there is 
Can Business Men a “general state of apprehension 
Put Franklin D. Roosevelt ong the business men of the 
country,” the board of directors of 
the Chamber of Commerce of the 
United States “believes it would 
make much for the restoration of confidence and the promotion 
of the general welfare of our citizens, if the administration, 
speaking through the President, would make a definite state 
ment as to its policy and program” as to a number of subjects, 
as follows: 


on the Spot? 


1. When and how is it proposed to balance the federal budget? 


2. Is it the intention of the administration further to reduce the 


value of the dollar; if so, then to what figure and what shall be the 
content of the dollar so reduced? 

3. Will the administration at the earliest opportune moment col 
laborate with the other nations in an effort to agree upon a plan for 
the international stabilization of exchange? 

4. Will the efforts of the administration be directed toward recov 
ery by the encouragement of business initiative, with a minimum of 
government interference and control and will it discontinue its ac- 
tivities in competition with private enterprise? 


5. What is the administration’s policy toward agriculture? 
6. Is it the policy of the administration to continue the construc 
tion and development of public works not now needed? 


In the language of the criminal, which is so apt that it has 
got into polite society, that was a palpable attempt, it was be- 
lieved, to “put the President on the spot.” 

Could it be done? Comment at the White House, September 
26, indicated that it could not. The President, it was indicated, 
did not propose to answer. 

Developments on that day merely confirmed the impression 
of men experienced in politics that, by asking the questions, the 
directors had wasted their breath. In the opinion of those ex 
perienced in politics, the business men constituting the Chamber 
of Commerce of the United States are not powerful enough in 
politics, to force an answer that would satisfy an employer who 
put an employe “on the spot.” Theoretically, the President is 
the servant of all the people. Actually, a president who desires 
to remain in office gives satisfactory answers only to those who 
can go a long way toward throwing him out of office. With all 
respect due to men of affairs, the average writer about politics, 
does not consider them of much weight in politics, a qualification 
to force satisfactory answers from a man in the White House. 


A month in their new office build- 
ing suggests to some pious Commission 
men that they might well exclaim, “the 
Lord help Americans if and when they 
adopt planned economy, a managed cur- 
rency and regimentation” by the govern- 
ment as a permanent way of life. Limping on their swollen 
feet resulting from walking on miles of uneven “art” tiling in 
the corridors and demanding complete rest for ears put to un 
usual strain in trying to hear in the atrocious acoustics of their 
Roman palace, Greek temple, or whatever it may be, they can- 
not believe that government planning, at least for office build- 
ings, is “so hot.” True, they are part of the government. How- 
ever, few are regarded as believers in substituting the govern- 
ment for private enterprise. 

Had the millions that were spent on the classical structure 
in which they are housed been used in putting up an American 
business building, it is believed, the Commission men would 
have a higher regard for their new home. As it is, it is a pain 
to the feet and a strain on the ears in the office part of the 
structure, if not in the hearing rooms. In some parts ft is an 
irritation to the eyes because there is not enough natural light to 
enable them to work comfortably. 

But the architectural lines may be good, even if the light 
is insufficient. Their souls therefore should be satisfied, it might 
be suggested, even if the elaborate suites, with an interior cor- 
ridor to hide the commissioners from the eyes of the vulgar 
public in the outer corridors, put the stenographers in a room at 
one end of a suite and their file cases in another room at the 
other end. 

Of course, the commissioners had nothing to say about 
anything about the plans of the building, Fine arts commission- 
ers and architects planned it. They put a shower bath into each 
commissioner’s suite and spent thousands on artistic hardware. 

The new building has had the effect of increasing the re- 
spect, among some, for Alfred E. Smith. While governor of 
New York he asked architects to prepare plans for additions to 
the government buildings in Albany. In due time they appeared 


Commission People 
Like Their 
New Home, But 
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with beautiful perspectives. Grabbing them in his two hands 
the owner of the brown derby tore them into fragments. 

_ ’ said the governor, “I asked for plans 
for an office building and you bring me a Greek temple. Gimme 
what I asked for.” 

It is a walk of about two city blocks from Secretary Mc 
Ginty’s office to Commissioner Aitchison’s, through wide cor 
ridors paved with art tiling, it is true, but a weariness of the 
flesh nevertheless. 

Rooms assigned to the examiners, who are not members 
of the staff of a commissioner, are almost a disgrace. Many 
of them are cells seven feet wide, although fifteen or more 
feet long, inadequately lighted in some instances, and not the 
sort of accommodations a private employer would provide for 


_ 


men paid from about $3,600 to $6,000 a year.—A. E. H. 


REVENUE FREIGHT LOADING 

Revenue freight loading the week ended September 22 to 
taled 643,120 cars, 2,866 below the preceding week, 16,746 be 
low the corresponding week last year, but 47,516 above its 
1932 week. Miscellaneous loading totaled 240,869 cars; mer- 
chandise, 164,040; grain and products, 33,043; forest products, 
23,061; ore, 24,230; coal, 120,385; coke, 5,291; live stock, 32,201. 

Loading of revenue freight the week ended September 15 
totaled 645,986 cars, an increase of 83,256 cars above the preced 
ing week when loadings were reduced owing to the Labor Day 
holiday, according to the American Railway Association. It 
was, however, 14,100 cars under the corresponding week in 
1933, but an increase of 58,740 cars above the corresponding 
week in 1932 (see Traffic World, Sept. 22). 

Miscellaneous freight loading the week ended September 
15 totaled 238,624 cars, an increase of 33,089 cars above the 
preceding week, 4,697 cars above the corresponding week in 
1933, and 20,794 cars above the corresponding week in 1932. 

Loading of merchandise less than carload lot freight totaled 
163,916 cars, an increase of 22,543 cars above the preceding week 
this year, but a decrease of 8,868 cars below the corresponding 
week in 1933, and 13,032 cars below the same week in 1932. 

Grain and grain products loading for the week totaled 37,765 
cars, an increase of 5,852 cars above the preceding week, 6,211 
cars above the corresponding week in 1933, and 1,875 cars above 
the same week in 1932. In the western districts alone, grain 
and grain products loading for the week ended September 15 
totaled 25,375 cars, an increase of 4,744 cars above the same 
week in 1933. 


Forest products loading totaled 22,606 cars, an increase of 
3,182 cars above the preceding week, but a decrease of 3,031 
cars below the same week in 1933. It was, however, an increase 
of 4,556 cars above the same week in 1932. 

Ore loading amounted to 25,604 cars, an increase of 2,349 cars 
above the preceding week, but a decrease of 17,303 cars below 
the corresponding week in 1933. It was, however, an increase 
of 19,046 cars above the corresponding week in 1932. 

Coal loading amounted to 117,050 cars, an increase of 16,781 
cars above the preceding week, but a decrease of 9,505 cars 
below the corresponding week in 1933. It was, however, an 
increase of 10,258 cars above the same week in 1932. 

Coke loading amounted to 5,253 cars, an increase of 126 cars 
above the preceding week, but a decrease of 1,399 cars below 
the same week in 1933. It was, however, an increase of 1,781 
cars above the same week in 1932. 

Live stock loading amounted to 35,168 cars, a decrease of 
666 cars below the preceding week, but increases of 15,098 cars 
above the same week in 1933, and 13,462 cars above the same 
week in 1932. In the western districts alone, loading of live 
stock for the week ended September 15 totaled 30,218 cars, an 
increase of 14,792 cars above the same week in 1933. 

The Eastern, Allegheny and Pocahontas Districts reported 
reductions for the week ended September 15, compared with 
the corresponding week in 1933, but the Southern, Northwestern, 
Central Western and Southwestern districts reported increases. 
All districts, however, reported increases compared with the 
corresponding week in 1932 except the Southern, which showed a 
reduction of a few cars. 

Revenue freight loaded by districts for the week ended 
September 15 as compared with the corresponding period of 1933 
was reported as follows: 


Eastern district: Grain and grain products, 5,966 and 5,205; live 
stock, 1,684 and 1,996; coal, 25,485 and 28,086; coke, 1,495 and 1,762: 
forest products, 1,643 and 1,619; ore, 2,002 and 4,537; merchandise, L,. 
C. L., 42,825 and 47,837; miscellaneous, 53,645 and 53,287; total, 1934, 
134,745; 1933, 144,329; 1932, 129,217. 

Allegheny district: Grain and grain products, 3,221 and 2,656: live 
stock, 1,908 and 1,579; coal, 27,736 and 31,695; coke, 1,994 nad 2,891; 
forest products, 795 and 1,284; ore, 3,719 and 8,179; merchandise, L 
C. L., 30,244 and 34,686; miscellaneous, 44,564 and 46,294: total, 1931, 
114,181; 1933, 129,264; 1932, 106,323. 

Pocahontas district: Grain and grain products, 300 and 271; live 
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stock, 265 and 273; coal, 31,313 and 34,897; coke, 474 and 305; 
products, 576 and 759; ore, 117 and 314; merchandise, L. C, L 
31 and 5,560; total, 1934, 44,147; 


and 6,294; miscellaneous, 5,7 
17,673; 1932, 40,832. 

Southern district: Grain and grain products, 2,903 and 2,791 
stock, 1,093 and 796; coal, 14,527 and 15,617; coke, 274 and 309; 
products, 6,464 and 7,193; ore, 309 and 733; merchandise, L 
28,697 and 29,076; miscellaneous, 33,054 and 30,524; total, 1934, 

1933, 87,039; 1932, 88,078. 

Northwestern district: Grain and grain products, 11,139 ang 
9,492: live stock, 10,426 and 5,879; coal, 5,875 and 4,395; coke, 692 and 
988; forest products, 6,149 and 7,137; ore, 17,054 and 27,325; merchar 
dise, L. C. L., 19,924 and 19,796; miscellaneous, 29,203 and 24,589; tota 
1934, 100,462: 1933, 99,601; 1932, 74,168 

Central western district: Grain and grain products, 9,981 and 
7,969; live stock, 14,016 and 7,505; coal, 8,588 and 8,344; coke, 167 ana 
320; forest products, 4,158 and 4,321; ore, 2,104 and 1,576; merchand 
lL. C. La, 23,821 and 23,488; miscellaneous, 42,919 and 44,480; total, 1933 
105,754; 1933, 98,003; 1932, 94,163 

Southwestern district: Grain and grain products, 4,255 and 
live stock, 5,776 and 2,042; coal, 3,526 and 3,521; coke, 157 and 
forest products, 2,821 and 3,324; ore, 299 and 243; merchandise, L. C, L 
13,084 and 12,607; miscellaneous, 29,508 and 29,193; total, 1934, 

1933, 54,177; 1932, 54,465. 

Total, all roads: Grain and grain products, 37,765 and 31,554; | 
stock, 35,168 and 20,070; coal, 117,050 and 126,555; coke, 5,253 and 6,f 
forest products, 22,606 and 25,637; ore, 25,604 and 42,907; merchand 
L. C. L., 163,916 and 172,784; miscellaneous, 238,624 and 233,927; tot 
1934, 645,986; 1933, 660,086; 1932, 587,246 


Loading of revenue freight in 1934 compared with the tw 
previous years follows: 
1934 1933 1932 
Four weeks in January : : 2,177,562 1,924,208 2, 266,77 
Four weeks in February 2,308,869 ,970,566 
Five weeks in March 3,059,217 2,354,521 
Four weeks in April 2,334,831 2,025,564 
Four weeks in May , . 2,441,653 2,143,194 
Five weeks in June .... . 3,078,199 2,926,247 
Four weeks in July ... ..- 2,846,297 2,498,390 
Four weeks in August . 2,419,908 2,531,141 
Week of September 1... ‘ 645,780 673,778 


Week of September 8 . ; 562,730 577,933 


Week ended September 15 645,986 660,086 


Total a 22,021,032 20,285,628 
PIPE LINE RATES 

The Commission, in No. 26570, reduced pipe line rates and 
eathering charges, instituted on June 30, has broadened the 
scope of its investigation so as to include rates that have beer 
reduced since that time. It has also sent a questionnaire to 
common carrier pipe lines calling for data concerning their 
rates, routes, operation, investment, financial control and other 
matters of a similar nature. 

The additional reduced rates brought into the investigation 
apply from points in Arkansas, Kansas, Louisiana, Montana 
Oklahoma, Pennsylvania, New Mexico, or Texas to destinations 
in Illinois, Indiana, Kansas, Louisiana, Missouri, the international 
boundary line in Montana, New York, Ohio, Oklahoma, Penn 
sylvania, Texas and West Virginia. They were published by the 
Arkansas Pipe Line Corporation, Continental Pipe Line Co. 
Inc., Gulf Pipe Line Co., Gulf Pipe Line Co. of Oklahoma, Humbl 
Pipe Line Co., International Pipe Line Co., Oklahoma Pipe Line 
Co., Pan American Pipe Line Co., Shell Pipe Line Corporation 
Sinclair Prairie Pipe Line Co., Stanolind Pipe Line Co., Stand 
ard Pipe Line Co., Inc., Susquehanna Pipe Line Co., Texas Pipe 
Line Co., and Texas-Empire Pipe Line Co. 

This investigation entered upon the Commission’s own 
motion, according to the order broadening the scope of the pro 
ceeding, is an inquiry into and concerning the lawfulness of 
the reduced rates and gathering charges. It is for the purpose 
as stated by the order, to determine to what extent and in what 
manner, if any, the rates and charges are or may be unreasoD 
able, unjustly discriminatory, unduly prejudicial, unduly prefer 
ential, or otherwise in violation of the provisions of the inter 
state commerce act with the view to making such findings and 
to enter such order or orders and to take any other action 4§ 
may be necessary to correct any unlawfulness that may Db 
found to exist. 

The questionnaire requires the companies to give full infor 
mation as to the number of miles of line both trunk and gather 
ing lines operated, the route used and the termini which the 
principal movement of oil is made; the proportion this oil is 0! 
the total oil transported; investment in property used for trans 
portation purposes; investment in property used for other pur 
poses; the total number of barrels of oil transported by gather: 
ing and trunk lines in the five years, 1929-1933; gross income, 
barrels of oil stored for which compensation was received; ¢0st 
of transportation by the barrel-mile for gathering and trunk lines 
in the five-year period 1929-1933; reasons for any changes in 
rates in 1933 and 1934; history of pipe line rates for at least ten 
years divided as between gathering and trunk lines; practices 
with respect to minimum tenders for each class of service; the 
financial structure of the respondents’ line and an answer to 
the question as to whether the respondent line is controlled by 
anyone and if so, by whom. 
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September 29, 1934 


COMMISSION REPORTS 


Terminal Services on A. V. I. 


|, and S. No. 3936, terminal services on Arkansas Valley 
interurban Railway and Kansas City, Kaw Valley & Western 
Rn. R., opinion No, 19743, 201 I. C. C, 703-11. By division 3. Pro 
posed schedules restricting respondents’ joint through interstate 
and commodity rates on less than carload traffic between 
tations on their lines and stations on the lines of protestants, 
not to apply on shipments accorded free pick-up and de- 

liv service by the latter carriers, found not justified with 
out prejudice to the filing of new schedules providing for the 
application of joint rates between points on respondents’ and 
rotestants’ lines which will afford pick-up and delivery service 
nnection therewith in the same manner and under the same 

terms as those services are contemporaneously authorized in 
espondents’ terminal tariffs at destination points served jointly 
by respondents and protestants to and from which joint rates 
n effect. The schedules were filed by the A. T. & S. F., 

M. P., the C. R. I. & P., and Frisco and their connections. 

rhe Arkansas Valley Interurban and the Kansas City, Kaw 
Valley and Western and certain shippers protested the sched 


Cullet 


No, 26289, Olean Glass Co. vs. Pennsylvania. By division 3 
Dismissed. Rate charged, cullet, Philadelphia, Pa., to Olean, 


N. Y., shipped between January 20 and October 27, 1931, found 


ipplicable. Commissioner Miller noted a dissent. 
Grain, Hay, Etc. 
No. 26160, Portales Chamber of Commerce et al. vs. A. T. 
& S. F. et al., opinion No. 19760, 201 1. C. C. 779-91. By division 2. 


Without prejudice to different findings in the general grain case, 
rates, grain and related articles, points in New Mexico on the 
Santa Fe, Melrose eastward to the New Mexico-Texas line, and 
rom Clovis to Elida, on alfalfa hay to many points in the 
United States, except to points in Texas, unreasonable and 
induly prejudicial to the extent they exceed rates made in ac- 
cordance with a scale, with differentials added for hauls in 
New Mexico and Texas, distances to be calculated over the 
hort lines not embracing more than three carriers. The scale 
hegins with a single line rate of 7 cents on wheat and flour and 

cents for joint line hauls; 6 cents on coarse grains for single- 
ne hauls and 9 cents for joint line hauls; 8 cents on hay for 
single-line hauls and 11 cents for joint line hauls. The rates 

wheat at 400 miles are 29 and 31 cents; coarse grains 26 and 
28 cents; and on hay 32 and 34 cents Distinctions between 


single and joint line hauls run out in the block between 500 
nd 550 miles at which they are 35 cents on wheat, 31.5 cents 
oarse grains and 38 cents on hay. The ecale runs out at 


S00 miles with rates of 40, 36 and 43 cents on wheat, coarse 
grain and hay respectively. Distances greater than 800 miles 
ike one cent higher Differentials on wheat, flour, hay and 
articles taking the same rates range from one cent for not more 
tl 25 miles to 9 cents for distances over 400 miles; those 
1 coarse grains range from one cent for the minimum distance 
of 25 miles to 8 cents for distances greater than 400 miles. 
Rates, grain and related articles, to points in Texas are not to 
exceed 2 cents on wheat and corn from Clovis, 4 cents on wheat 
ind 5.5 cents on corn from Melrose and Portales, and 5 cents 
on wheat and 4.5 cents on corn from Elida, over those from 
Farwell, N. M.; rates, wheat, corn and alfalfa hay from Texico 
ire not to exceed those from Farwell. On broomcorn, peanuts, 
sweet potatoes, and canned fruits and vegetables to points 
overed by the southwestern revision, the New Mexico points 

lved, said the report, were to be considered and accorded, 
he me rate treatment as points in Texas differential territory, 
except alfalfa and grain and field seeds, in the southwestern 
! ion. Inasmuch as the carriers expressed a willingness to 

their rates in that way no order for the future was 


' 


China and Ball Clay 


" 


‘0. 26336, Abingdon Sanitary Manufacturing Co. et al. vs. 
0. et al. By division 3. Dismissed. Rates, imported 
clay and ball clay, north Atlantic ports to Abingdon and 
£0, Ill., not unreasonable. New rates and reparation were 
ought Shipments were made through north Atlantic ports in 
hited States and Montreal, Que. Chairman Lee, dissenting 
h part, said that he could concur in the denial of reparation. 


‘le said that were this a case of first impression he could also 


rit to the denial of relief for the future and more particu- 
‘arly because he believed the rate level prescribed in R, T, Van- 
derbilt Co., Inc., vs. A. C. L. et ak, 194 I. C. C. 702, known as 
Import Clay case, was below reasonable maximum. He said 
the Commission in that case, however, laid down a basis 
onstructing rates on this commodity in the eastern portion 
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of official territory and that it seemed to him to be unjust to 
deny that basis for the future to those complainants who were 
located in the western part of the same territory where the 
hauls were longer and transportation conditions were at least 
as favorable. 


Woodpulp Board 

No. 26323, Fraser Paper, Limited, vs. Bangor & Aroostook 
et al. By division 3. Rate charged, woodpulp board, Mada 
waska, Me., to Cazenovia, N. Y., unreasonable to the extent 
it exceeded 30 cents Reparation of $304.04 awarded Chair 
man Lee, dissenting, said he could not approve the award of 
reparation in this case, because, as he said, there was not a 
showing sufficient to warrant it Shipments moved between 
July 24 and December 3, 1930. 


Plate Glass 


No. 25963, Binswanger & Co. of Texas et al. vs. M.-K.-T 
of Texas et al. and two sub-numbers, Samuels Glass Co. vs 
Same, and Pittsburgh Plate Glass Co. vs. I.-G. N. et al. By divi 
sion 4. Dismissed. Rates charged, plate glass, between August 
21, 1929, and December 20, 1932, Crystal City, Mo., and points 
in central territory to destinations in Texas, not shown to have 
been inapplicable as alleged in the complaint. 


Metal Concrete Forms 


No. 26406, Hausman Steel Co. vs. Erie et al. By division 5 
Dismissed. Rate charged, carload, metal concrete forms shipped 
June 3, 1933, from Augusta, Me., to Collis, N. Y., not unrea 
sonable. 


RATES ON IRON PIPE 

Reduced rates on cast iron pipe from the Birmingham and 
Chattanooga districts to the western part of Western Trunk 
Line Territory are sought by complainants and supporting inter 
venors in Docket 26537, Alabama Iron and Steel Shippers’ Con 
ference, representing the American Cast Iron Pipe Company and 
others, against the Santa Fe and others, hearing in which was 
held in Chicago before Examiner Flynn September 24, 25 and 26 
Complainants asked for the extension of the existing basis of 
rates applicable east of the Mississippi, increased 20 per cent, 
to a portion of zone 2 and all of zone 3 of W. T. L. Territory. 
They are supported in their application by the southeastern lines, 
with the exception of the Frisco, and opposed by the western 
railroads Intervening interests that appeared generally sup 
ported the petition for reduced rates, though they had their own 
ideas as to the basis that should apply, and a single interven 
ing witness took no position as to what rates should apply but 
expressed views as to what should not be done in the event any 
change should be made in the existing adjustment. 

From the evidence it appeared that the southern producers 
were actuated in filing their complaint by a desire to be in a 
more favorable position with respect to competition from “sub 
stitutes” than to bring about a readjustment as between pro 
ducers of cast iron pipe. The testimony indicated that the 
southern producers were supplying at present approximately 90 
per cent of the cast iron pipe used in the destination territory. 
The principal substitutes mentioned were concrete pipe and 
transit pipe, made of asbestos and cement. Excessive burden of 
freight charges in competing in the territory was said to deprive 
the railroads of revenue as well as the southern mills. Testi 
mony was introduced on behalf of complainants by E. M. Cole, 
traffic manager, American Cast Iron Pipe and Foundry Company; 
J. K. Hiltner, traffic manager, U. S. Pipe and Foundry Company, 
and A. J. Ribe, traffic manager, Alabama Iron and Steel Shippers’ 
Conference. 

The southeastern lines were represented by Joseph Marks, 
chief commerce agent, Southern Railway, and C. A. Wagner, 
commerce agent, Louisville and Nashville 

Supporting intervenors included C. A. Ross, rate expert, 
Nebraska commission; J, C. Winter, rate expert, South Dakota 
commission, and S. W. W. Carr, traffic manager, Aberdeen (S. D.) 
Chamber of Commerce. Mr. Ross asked that rates 110 per cent 
of the 17000, part 6, iron and steel scale (the basis in effect in 
the south) be established, while Mr. Winter made a somewhat 
similar proposal, using the zone arbitraries of the Western 
Trunk Line class rate case, docket 17000, part 2, in determin 
ing the extent which he held the basic scale should be “plussed” 
on movement into the destination territory. 

Murray Billings, traffic manager, Illinois Steel Company, 
explained the basis of rates applicable from Official Territory 
and requested that the relative adjustment from the two origin 
territories be considered in any decision the Commission might 
make, and particularly asked that wrought iron pipe and cast iron 
pipe not be separated as to applicable level of rates. He ex 
pressed concern over the effect such separation would have on 
the general adjustment on pipe and merchant iron 
The only witness presented by the western lines was L. E 
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Kipp, tariff publishing agent Western Trunk Line Association. 
He presented evidence intended to show that the complainants 
were already favored by the relative adjustment on cast iron 
pipe from the south and other producing areas and argued that 
the logical consummation of existing proceedings before the 
Commission involving the establishment of joint through class 
rates from the south to W. T. L. Territory would be to bring 
about an increase in the rates complained of. He concluded 
by pointing out the financial difficulties of the carriers and re- 
ferring to the benefits manufacturers of cast iron pipe were 
receiving from allocation of federal funds to municipalities by 
the Public Works Administration. 


COMMISSION ORDERS 


Finance No. 10546, North & South Railway reconstruction loan 
Application dismissed upon applicant’s request. 

No. 26168, The Alamo Coal Co. et al. vs. A. T. & S. F. et al 
Order entered herein on July 13, 1934, is modified so as to become 
effective on December 20, 1934, upon not less than 30 days’ notice 
instead of said October 20, 1934. 

No. 26530, Ace Petroleum Co. et al. vs. A. T. & S. F. et al. Cities 
Service Oil Co. and Empire Oil & Refining Co. permitted to inter- 
vene. ° 
No. 26599, Standard Oil Co. et al. vs. A. G. S. et al. Louisiana 
Oil Refining Corporation and Louisiana Oil Corporation permitted to 
intervene 

No. 26625, Pacific Coastwise Conference vs. G. N. et al Cc. me 
St. P. & P., N. P., and O.-W. R. & N. permitted to intervene. 

No, 26630, Wisconsin Paper & Pulp Manufacturers’ Traffic Assn. 
et al. vs. Ann Arbor et al. The Greater Muskegon Chamber of Com- 
merce has been permitted to intervene. 

No. 26588, Bienville Warehouses Corporation, Inc., et al. vs. I. C. 
et al. Board of Commissioners of the Port of New Orleans permitted 
to intervene 

No. 22823, F. S. Royster Guano Co. vs. B. & O. et al., and cases 
grouped therewith, Eastern Fertilizer Cases. Order entered herefn on 
October 18, 1934, as subsequently modified further modified to become 
effective on October 30, 1934, upon not less than 30 days’ notice so 
far as it requires the establishment of rates from Warners, N. J., to 
points in Virginia in southern territory and to North Carolina and 
from Carteret, N. J., and Baltimore, Md., to points in Virginia in 
southern territory. 

No. 26482, G. A. Stowers Furniture Co. vs. M. ¢ 
dismissed same having been satisfied. 

Upon complainants’ request the Commission has dismissed No. 
26088, Carolina Building Supply Co. et al. vs. A. C, L. et al., No. 26273, 
Lane Lumber Co. (Corp.), Darlington, Wis., et al. vs. A. & S. et al., 
No. 26574, The Peter Fox Sons Co. of Tennessee et al. vs. A. T. & 
S. F. et al. and No. 26631, Natural Gasoline Corporation et al. vs. B 
& O. et al. 

Upon complainant's request the Commission has dismissed No, 
17662, Louisville Board of Trade vs. A. & R. et al., No. 26435, Wey!l- 
Zuckerman & Co. vs. A. T. & S. F. et al., No. 26444, Inland Lumber- 
men's Traffic Association vs. Camas Prairie et al., and No, 26474 (Sub. 
2), Victoria Elevator Co, vs. C. B. & Q. et al. 

No. 26635, The Texas Co. vs. C. & G. et al. Chamber of Com 
merce of Shreveport, La., Louisiana Oil tefining Corporation and 
Louisiana QOil Corporation permitted to intervene 

No. 26643, Mexican Petroleum Corporation of La., Inc., vs. A. G 
S. et al. Chamber of Commerce of Shreveport, La., and Shell Pe 
troleum Corporation permitted to intervene, 

No. 26668, Gulf Refining Co. vs. C. & G. et al. Standard Oil Co 
of Louisiana permitted to intervene. 

1. & S. 3949, Cotton wastes from, to, and between points in the 
south and Official territory Petition dated September 15, 1934, filed 
on behalf of respondents for postponement of effective date of ordet 
herein denied. 


et al. Complaint 


PETITIONS FOR REHEARING, ETC. 


No. 25150, South Texas Cotton Oil Co. vs. Alton et al The 
South Texas Cotton Oil Co., complainant, in this proceeding, which 
was consolidated with a number of cases and submitted April 11, 1934, 
and decided June 4, 1934, under No, 22752, asks the Commission for 
reconsideration and reopening of this case for just cause. 

No, 26266, Chicago Bridge & Iron Works vs. L. & N. Complainant 
asks for rehearing, reargument or reconsideration on record already 
made, 

No, 25416, Atlantic City Coal Dealers’ Credit Bureau et al. vs 
A. C. et al. Defendants ask reargument and reconsideration and 
postponement of effective date of Commission's order. 

No. 24733, Board of Railroad Commissioners of the State of South 
Dakota vs. A. T. & S. F. et al. E. B. Boyd and F. A. Leland, agents 
and attorneys for carriers therein, asks for postponement of effective 
date of order herein for ninety days beyond November 16, 1934, insofar 
as the order relates to rates, from points in South Dakota to destina 
tions in Southwestern Freight Bureau territory and to modify the 
order in such manner as to not require rates from the prescribed 
Watertown and Aberdeen, S. D., groups based on arbitraries under 
the present depressed temporary rates from the Fargo, N. D., group. 

No. 26650, American Fruit Growers, Inc., et al. vs. A. C. & Y 
et al. Defendants ask for an order against complainants directing 
them to amend complaint so as to charge specifically the ultimate facts 
upon which their allegations of violation of sections 2 and 8 of the 
interstate commerce act are predicated. 





FINANCE APPLICATIONS 


Finance No. 10614. Chicago & North Western Railway Co asks 
authority to pledge first and refunding mortgage bonds as collateral 
for payment of not in excess of $5,650,557 of ten-year 4 per cent 
serial notes to be issued for PWA loan to carry out maintenance and 
equipment work, including heavy repairs to 160 locomotives, ($1,- 
192,500); general overhauling and modernizing 38 steel coaches 
($379,067); installing air conditioning equipment in 6 steel dining 
cars, 19 steel parlor cars and 20 steel lounge cars ($358,990); general 
maintenance work on roadway, structures and equipment ($3,720,000). 

Finance No, 10615, Chicago & North Western Railway Co. asks 
authority to pledge and repledge specified securities for short term 
notes which applicant may issue in favor of the Railroad Credit 
Corporation, or others. 

Finance No, 10616. Atchison, Topeka & Santa Fe Railway Co. 
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asks authority to abandon line from Havana to Cedar Vale, Kan., 
38.73 miles, 

Finance No. 10619. Petaluma & Santa Rosa Railroad Co, asks fo 
a certificate permitting it to extend its line by boat or barge across 
San Francisco Bay so as to serve Oakland, Alemeda, Berkeley and 
Richmond (points on the San Francisco Bay). The extension is t 
be accomplished by extending the operation of boats and barges that 
it now controls. The applicant says no expense will be incurred 
making the extension. 

Finance No, 10620. Chicago & Northwestern Railway Co. asks for 
approval of a proposed loan from the PWA, for an amount not ex 
ceeding $5,650,557, to be covered by notes of the applicant for te: 
years at the rate of 4 per cent after the first year. The money is t 
be used for heavy repairs to 160 locomotives; general overhauling and 
modernizing of 38 steel coaches; installing air conditioning equi; 
ment in 6 steel dining cars, 19 steel parlor cars, and 20 steel loung: 
cars, and general maintenance work on roadway structure, and equi; 
ment upon applicant's lines, 

Finance No. 10622. Los Angeles & Salt Lake Railroad Co, as} 
authority to construct an extension of spur tracks in Iron count 
Utah, 11.31 miles, from Desert Mound, in a géneral southwesterly 4d 
rection to Iron Mountain to serve iron ore mines 

Finance No, 10623. Los Angeles & Salt Lake Railroad Co, as} 
authority to abandon its Frisco branch in Beaver county, Utah, be 
tween Milford and Newhouse, 22.37 miles. Applicant said the mining 
operations that produced ore tonnage had ceased and that traffic of 
fered has not permitted maintenance of regular service since 19 
and there had been periods lasting for months when no traffic w: 
offered and no trains operated 

Finance No, 10624. Lehigh Valley Railroad Co, asks for approva 
of expenditure of approximately $3,764,687 for the acquisition of new 
and the rebuilding of old equipment with a PWA loan. The equip 
ment involved follows: 3 Diesel electric switching locomotives, $255 
000; 50 mill-type gondola cars $737,500; and 1350 box cars to be re 
built, $2,607,187. Applicant said it had applied or would promptly ap 
ply for a loan of not exceeding $3,000,000 toward financing the pr 
posed program 

Finance No. 10625, Charles H. Segerstrom, receiver of Sierra Rai 
way Co. of California, asks authority to abandon ‘‘Angels Branch" 
Tuolumne and Calaveras counties, Calif., Jamestown to Angels, ap 
proximately 19 miles. 

Finance No, 10627. Lehigh Valley Railroad Co. asks authority 
issue $3,000,000 of 4 per cent equipment trust certificates in evider 
of PWA loan to aid financing of purchase of new and rebulit rolling 


stock, 


UNCONTESTED FINANCE CASES 


Second supplemental report and order in F. D. No. 8856, granting 
authority to the Western Maryland Railway Company (1) to continue 
to pledge and repledge with the Railroad Credit Corporation not ex 
ceeding $2,718,000 of first and refunding mortgage 5% per cent «# 
bonds, series AA, as collateral security for any note or notes issu 
to that corporation, or notes issued under section 20a(9) of the inter 
state commerce act, in extension or renewal of such notes, and (2 
to pledge and repledge from time to time not exceeding $1,659,000 of 
first and refunding mortgage 5% per cent gold bonds, series A, and 
$623,000 of first and refunding mortgage 5% per cent gold bonds, seri« 
AA, as collateral security for any note or notes which may be issued 
under the provisions of section 20a(9), authority to pledge the enti: 
$5,000,000 of said bonds to expire December 31, 1936, approved 

Supplemental report and order in F. D. No, 9271, granting auth 
ity to the Baltimore & Ohio Railroad Company to pledge and repleds: 
from time to time to and including December 31, 1936, all or any par 
of $3,313,000 of refunding and general mortgage, series E, 6 per cent 
bonds as collateral security (1) for any note or notes which the appl 
cant may issue within the limitations of secion 20a(9) of the interstat 
commerce act, (2) in substitution for and/or in equalization of, existing 
collateral under present loans having a maturity of not more that 
two years from date, and (3) for loans having a maturity of more 
than two years from date, approved 


PIPE LINE VALUATION 

The Commission, by Valuation Order No. 26, has begun a 
valuation of the properties of common carriers by pipe line, 
under section 19a of the interstate commerce act (see Traffic 
World, August 11, p. 210). The order, made public on September 
26, is declared, on the first page of a set of instructions of which 
it is a part, to be effective September 10. 

Every pipe line company and each and every receiver or 
operating trustee is ordered to prepare and furnish to the Com- 
mission, in accordance with specifications prescribed in the order, 
complete maps, charts and schedules of its property as it exists 
on the date assigned for the valuation of that property within 
60 days after such date of valuation; provided, however, that 
no such company shall be required to prepare or file any map, 
chart or schedule within less than 60 days from the receipt 
of written notice from the director of the Bureau of Valuation, 
stating the date of valuation for such company. 

Instructions to govern the preparation and filing of the maps, 
charts and schedules are given in detail. They follow the pat- 
tern set in the valuation of the properties of common carriers 
by railroad, 





SUSPENDED TARIFFS 


In I. and S. No. 4036, the Commission has suspended from 
September 24, until October 9, schedules in the Northern Pacific 
Terminal Co. of Oregon's tariff I. C. C. No. 45. The suspended 
schedules propose to increase the rates of the Northern Pacific 
Terminal for switching line haul traffic, within the terminal yard 
limits and to or from tracks of connecting lines, at Portland, 
Ore. 

The suspension of this tariff for such a short period was 
made on account of the idea that the matter could be disposed 
of without setting it for formal hearing. If the effort to settle 
the controversy fails an additional order can continue the pro 
ceeding for the full statutory period of seven months. 
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SEATRAIN-M. P. OPERATION 


N substance Examiner C. E. Boles, in No. 25546, application 
| if the Missouri Pacific Railroad Co. and the Texas & Pacific 
Railway Co., under section 5, paragraphs 19, 20 and 21 of the 
interstate commerce act and No. 25565, investigation of Sea- 
train Lines, Inc., on further hearing, said that while the in- 
terest Which the two railroads had in the water line was such 
a one as was forbidden by the interstate commerce act, the 
service was in the interest of the public and should be per- 
mitted to continue. (See Traffic World, September 22. A 
report on Seatrain Line, Inc., was made in 195 I. C. C, 215. 
In that report the Commission said that it would make a field 
investigation as to the operations of Seatrain Line and hold a 
further hearing on the material so gathered. That investiga- 
tion was for the purpose of determining whether any of the 
practices and policies of the water line were unlawful and to 
develop evidence relating to questions of competition and pub- 
lic interest involved in the application of the railroad com- 
panies to continue their interest in Seatrain, consisting of a 
relatively small stockholding. 

The application of the railroads was for a finding that that 
interest was not in violation of any of the provisions of the 
interstate commerce law, that such interest was of advantage 
to the convenience and commerce of the people and would not 
exclude, prevent or reduce competition on any route by water. 

The applicants did not, said the examiner, either indi- 
vidually or jointly control Seatrain, or own, lease, or operate its 
There was no evidence, he added, that the applicants, 
individually or jointly, had used or attempted to use their 
minority stock interest for the purpose of exercising any control 
or influence over the policies or practices of Seatrain. There 
was testimony, he added, that neither of the applicants could 
control the operation or management of Seatrain or influence 
its practices or policies. 

Boles said that both applicants had a direct and active 
interest in the operation of the Seatrain line in that thereby 
they were afforded through routes by water between points in 
the southwest and points on the Atlantic seaboard in competi- 
tion with similar routes afforded by subsidiaries of the Southern 
Pacifie Co. 

All-rail line interests opposed Seatrain and its rail allies 
on account of the competition that would be set up between 
the all-rail routes and the ocean and rail routes of the Sea- 
train and its allies. They made the point that the applicant 
railroads were parties to all-rail routes between the Atlantic 
seaboard and the southwest and that the routes of the Sea- 
train and its rail allies would be competitive with the all-rail 
routes in Which the two railroads were parties. 

Each applicant, said the examiner, had a voice in the man- 
agement of Seatrain. Theirs, he added, was not the casual 
nterest of a stockholder and that it was evident they did not 
acquire their holdings in Seatrain for investment purposes only, 
Without exception, he said, witnesses for the intervening all- 
rail lines expressed the conviction that the applicants would 
restrict, in the interest of the Seatrain water route, the move- 
ment of interstate commerce over all-rail routes to which they 
were parties; in other words, that there would be a lessening 
! competition between railroads and water lines in that the 
applicants would not join with other rail carriers in competing 
With Seatrain for traffic between points in Atlantic seaboard 
territory and points in the southwest that but for their interest 
Seatrain would be the subject of competition between all- 
ail routes, to which they were parties, and the Seatrain route. 

tinuing along that line, the examiner said: 


vessels 


th Seatrain having the exclusive right to use the patents cov- 

ts method of transportation, and claiming, as it does, that this 

d of transportation is superior to and more economical than 

f vessels engaged in break-bulk service, it requires no great 

etch of the imagination to picture the possibility of the establish- 

through the cooperation of the applicants because of their 

rest in Seatrain, of a monopoly of water transportation between 

uthwest and points on the Atlantic seaboard. Without the ac- 

nterest and cooperation of some rail g@arriers, the establish- 

of such monopoly would be impossible. Clearly the interest of 

of the applicants in Seatrain is just such an interest as a rail 

er is forbidden to have in a water carrier with which it does or 
compete for traffic. 


The applicants and the Seatrain claimed that as to traffic that 


rdinarily moved by water, Seatrain’s real competition would be 
With the other steamship lines operating between the north 
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Atlantic and Gulf ports and that Seatrain, having only a weekly 
service, could not effectively compete with the all-rail routes 
They further claimed that while Seatrain’s competition would 
be largely with other carriers by water, it would be more accu 
rate to say that Seatrain expected to a considerable extent to 
handle commodities that had not heretofore moved between 
Atlantic seaboard territory and the southwest either by the 
routes by water or the all-rail routes. 

The railroads asserted that the continuation of their interest 
in Seatrain would neither exclude, prevent nor reduce competi 
tion on the route by water but would increase the ability of 
Seatrain to compete for traffic via that route, 

While the Commission had no jurisdiction over the rates 
and practices of Seatrain, in its strictly foreign commerce 
between United States ports and Cuba, the examiner said that a 
transaction relating to foreign commerce might be a cloak or 
device for influencing transportation in interstate commerce or 
for according to a shipper engaged in both interstate and for 
eign commerce a concession from the tariff rates with respect to 
his interstate transportation. Should that occur, said the ex 
aminer, it might well be held a violation of the interstate com 
merce act. But, he added, there was no evidence that Seatrain 
had engaged in such practice and that the testimony was that 
no such incident had occurred. In summing up the matter, 
Examiner Boles said: 


As has been pointed out above, the applicants do not control Sea- 
train or its management They have not used or attempted to use 
their stock interest in Seatrain in any manner to control its operation 
There is no evidence indicating that they can in any way use their 
minority stock interest to control the movement of interstate or for 
eign commerce in the interest of their rail lines as against Seatrain, 
which is soliciting for movement via its water route business that 
formerly moved via the all-rail routes in connection with the appli 
cants’ lines, and is succeeding in diverting such business from the 
all-rail routes It is hardly probable that Seatrain’s independent 
management would sacrifice the interest of the holders of 84 per cent 
of its stock rather than compete for traffic with the applicants who 
hold only 16 per cent of its stock. The competition that is not to be 
excluded, prevented, or reduced is not competition of the railroads 
with the water lines, but competition on the route by water under 
consideration. Seatrain has provided a service that has created ad- 
ditional competition on the route by water under consideration. The 
more support Seatrain receives from the applicants the better it can 
compete with other rail carriers and with the break-bulk water car- 
riers The applicants have assisted in developing Seatrain service 
and have aided it in various ways. The evidence is that they will 
continue to support Seatrain, preferring the routes by water in con 
nection with Seatrain to the all-rail routes in connection with other 
railroads, Other railroads have refused to cooperate with Seatrain 

The objections of the intervening railroads arise almost entirely 
from the fact that they are of the opinion that the applicants will 
favor the Seatrain route rather than the all-rail routes, causing an 
increase in the movement by water and depriving them of their hauls 
to and from the Mississippi River gateways It is stated that the 
peculiar interest of the applicants in Seatrain is the result of a long 
felt need for an independent and friendly connecting steamship line 
between New Orleans and New York that would permit them to es- 
tablish through routes and joint rates between the Southwest and At 
lantic seaboard territory and enable them to compete with other 
rail-and-water routes in handling traffic between the two territories 
The largest part of the traffic moving from the Atlantic seaboard 
territory to the Southwest is destined to competitive points and a very 
large part of the traffic to the Atlantic seaboard territory from the 
Southwest originates at competitive points. The applicants lines serve 
much of the territory in the Southwest that is served by the Southern 
Pacific system lines. The Texas & New Orleans Railroad in connec- 
tion with the Morgan Line, both a part of the Southern Pacific sys- 
tem, form a single through line between the two territories. The ap- 
plicants claim that before Seatrain service was inaugurated this 
Southern Pacific system line had an active advantage over the ap- 
plicants’ lines in securing traffic to and from the two territories, the 
rail-and-water line of the Southern Pacific being considered by ship- 
pers and consignees as a single line and claimed in many instances 
to be more advantageous to shippers and receivers of freight than 
were the routes of other railroads, including the applicants, in con 
nection with the Morgan Line. The through rail-and-water routes 
established by the applicants in connection with Seatrain will place 
them on a competitive parity with the Southern Pacific for traffic 
between the two territories. The Texas & Pacific also has a special 
interest in Seatrain because in conjunction wifh that carrier it has 
its longest haul, longer by about 300 miles than its haul in conjunction 
with its affiliated rail connection at Texarkana, It is reasonable to 
assume that the applicants’ interest in Seatrain because of the com 
petitive situation and because of their ownership of stock and their 
other financial interests in Seatrain will be a strong incentive for 
them to maintain through routes with Seatrain and permit the inter- 
change of their cars with Seatrain. The record shows that about 
the only cooperation Seatrain has received in the handling of through 
traffic has come from the applicants. 

From the evidence it appears to be very doubtful whether the 
break-bulk water carriers can retain their traffic if their rates are 
no lower than Seatrain's rates. They have announced their intention 
to reduce their rates sufficiently to maintain differentials they con 
sider necessary to offset the advantages of Seatrain’s nonbreak-bulk 
service. The evidence also indicates that rate war is inevitable if 
Seatrain persists in meeting the rates of the break-bulk carriers, and 
that a rate war might prove disastrous for the break-bulk carriers. 
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It was intimated by witnesses for certain iInterveners that the rate- 
making policy of Seatrain was designed to crush competition on the 
water route under consideration, thereby obtaining a monopoly in the 
coastwise trade on this route. It was admitted, however, that even 
without the support of the applicants the break-bulk water carriers 
would continue to lose traffic to Seatrain if the rates of the latter 
were no higher than those of the other water carriers. If the appli 
cants are permitted to continue their interest in Seatrain, the rates, 
schedules, and practices of Seatrain must be filed with the Commis- 
sion, and will be subject to the act In the same manner and to the 
same extent as are the applicants, This would subject Seatrain's 
minimum rates to the authority of the Commission and would make 
it possible for the Commission to maintain the stability of the gen 
eral rate situation to, from, and between points in the territories 
served by Seatrain and the applicants 

The Commission: should find that the service of Seatrain, with 
the applicants’ interest therein, is being operated in the public in 
terest, and is of advantage to the convenience and commerce of the 
people, and that the extension of the time within which such service, 
with the applicants’ interest therein, may be continued, will neither 
exclude, prevent, nor reduce competition on the route by water under 
consideration 


PROPOSED REPORTS 
Coal Reparation 


No. 24885, Harrisonburg Chamber of Commerce et al. Vs. 
Cc. & O. et al. By Examiner W. R. Brennan. Upon further 
hearing, amounts of reparation determined to be due complain- 
ants under rates on bituminous coal, mines on the Chesapeake 
& Ohio over interstate routes to Harrisonburg, Va., which were 
found unreasonable in prior report, 196 I. C. C. 186, and 200 
. ©. &. Be. 

Sheets and Pillowcases 

No, 26423, Edson, Moore & Co. et al. vs. B. & O. et al. By 
Examiner W. A. Disque. Dismissal proposed. Rates charged, 
shipments, cotton sheets and pillow cases, points in North 
Carolina and South Carolina to Detroit, Mich., via Ohio River 
proposed to be found applicable. Shipments were 
March 5, 19381, and June 28, 1933, 


Methanol, Etc. 

No, 26487, Bakelite Corporation vs. N. Y. C. et al. By 
Examiner Harold M. Brown. Dismissal proposed. Rate charged, 
straight carloads, methanol and denatured alcohol, from Chicago 
(Blue Island), Ill, to South Bound Brook, N. J., not proved 
unreasonable. Shipments were made between February 27 and 
March 15, 1982. 


crossings 
made between 


Evaporated Milk 
Sales Co., Inc., vs. 
Carl A. Schlager. Rate, one carload, 
evaporated milk, in cans, Dixon, Ill, to Atlanta, Ga., shipped 
on March 4, 1938, found applicable. Rate charged Was seventh 
class of 68 cents. That rate proposed to be found unreasonable 
to the extent it Reparation of $47.13 pro 
posed, 


No. 26506, Borden Central of Georgia 


et al. By Examiner 


exceeded 57 cents. 


Iron and Steel 

Interior Iowa Industrial Association et 
al, vs. C. & N. W. et al. By Examiner A. 8S. Worthington. Dis- 
missal proposed. Rates, iron and steel articles, points in 
Illinois, Indiana, Wisconsin, and Missouri to eastern lowa points, 
chiefly Cedar Rapids, Des Moines, Fort Dodge, Marshalltown, 
Mason City, Ottumwa, Waterloo, and Newton, not shown to 
be unreasonable. The complaint alleged the rates were un- 
reasonable, unduly prejudicial against complainants’ members, 
and unduly preferential of receivers of iron and steel articles 
at destinations in Illinois and destinations on the Mississippi 
River between Dubuque and Keokuk, la., inclusive and St. Louis, 
Mo. New rates were sought, 


Silica Sand 


No. 26453, Hughes Tool Co. et al. vs. Burlington-Rock Island 
et al. By Examiner W. R. Brennan. Rates, silica sand, Ottawa, 
lll., to Houston, Tex., proposed to be found unreasonable prior 
to September 4, 1933, to the extent they exceeded $5.87 a net 
ton. Reparation proposed. 


No. 26461, Eastern 


Furniture 


No. 26434, Ludwig Baumann & Co. vs. Long Island et al. 
By Examiner L. B. Dunn. Rates, common wood, furniture, car 
loads and less than carloads, Asheboro, Elkin, High Point, North 
Wilkesboro, Thomasville, Winston-Salem and South Winston- 
Salem, N. C., and Martinsville, Va., to Long Island City, N. Y., 
shipped between September 25 and December 24, 1932, proposed 
to be found inapplicable and that the applicable rates were 
those provided by Note B of exceptions to Cottrell’s I. C. C. 660 
as claimed by the complainant. Reparation proposed. 

Bananas 

No. 26419, Biagi Fruit & Produce Co., Ira W. Belcher, re- 
ceiver, vs. A. C. L. et al.. By Examiner Harold M. Brown. 
Carload rate, bananas shipped August 2], 1931, Tampa, Fla., to 


The Traffic World 


Vol. LIV, No. 13 


Charleston, W. Va., proposed to be found unreasonable but not 
otherwise unlawful, to the extent it exceeded $1, minimum 
20,000 pounds. Reparation of $88 proposed. 


Agricultural Limestone 


No, 20039, National Mortar & Supply Co. vs. Ann Arbor et a] 
By Examiner W. A. Disque. Upon further hearing rates, agri 
cultural limestone, Gibsonburg, O., to destinations in the lowe 
peninsula of Michigan proposed to have been found unreason 
able to a greater extent than heretofore found to have been 
the case. Reparation proposed. Previous reports 152 I. C. ¢ 
429, and 191 I. C. C. 188. In the original report, division 3 
found that on agricultural limestone, Gibsonburg, to 
tions in the lower peninsula of Michigan to which reductions 
had been made August 26, 1926, the rates were unreasonab| 
prior to that date to the extent they exceeded the rates estab 
lished on and maintained after that date, which were found not 
unreasonable. Rates on that commodity from Gibsonburg to 
destinations in the lower peninsula which were not reduced on 
the day mentioned were found unreasonable in the past and for 
the future to the extent they exceeded the Michigan intrastat 
commodity rates scale. Reparation was awarded on prepaid 
shipments Upon further hearing division 2 in 191 I. C, C, 188 
affirmed and adopted the findings of division 3 as to the rates 
on shipments which moved prior to the date of the 
report, which was February 8, 1933, except that certain new 
requirements for the past and future were made in finding 
No. 5. That division also modified the findings as to the futur 
by prescribing generally lower rates. In this report Disqu 
said the record established that the rates assailed were un 
reasonable for application on past shipments to the extent that 
they exceeded those found reasonable in the original report as 
modified by the second report except that to intermediate points 
mentioned in the report they Were unreasonable to the extent 
they exceeded the Michigan scale; that to named points suc! 
as Lansing and Wakalee, they were unreasonable to the extent 
they exceeded the Michigan scale applied according find 
ings No. 5; and that to other points they were unreasonab! 
subject to the before mentioned limitations to the extent that 
they exceed the Michigan scale applied according to findins 
No. 5 modified so as to provide for the application of the singlk 
line scale to single-line short-line distances and the respective 
joint-line scales to their corresponding joint-line short-line dis 
tances, the lowest of the bases to apply from and to any given 
point. Reparation proposed on shipments made by the com 
plainant in competition with a competitor at Sibley, Mich., the 
examiner saying that the complainant had to meet the dé 
liberate prices of its principal competitor, the Sibley produce: 


destina 


Second 


Automobiles 


No. 24843, Moore Brothers et al. vs. C. B. & Q. et al. and 
No, 24709, D. G. Divine vs. Michigan Central et al. By Exam 
iners Leslie H. McDaniel and Alfred G. Hagerty. Upon further 
hearing, the prior decision reached on separate records, 195 
I. C. C. 775 and 198 I, C. C. 39, modified as to rates, automobiles 
and automobile chassis, carloads, origins in Michigan and Ohio 
to destinations in Kansas and Nebraska, so that the two fa 
tor rates applied are proposed to be found inapplicable and the 
three factor rates applicable. The examiners said the two fa 
tor rates charged should be found unreasonable to the extent 
they exceeded the three factor rates and that reparation should 
be awarded. They said that the rates charged violated the 
intermediates clause of the fourth section of the interstate 
commerce act. 


LOANS TO RAILROADS 
In Finance No. 9562, Denver & Rio Grande Western Rail 
road Co. reconstruction loan, the Commission, by division 4, 
has revoked its certificate of September 10, 1932, in so far as it 
approves a loan to the carrier in excess of $3,631,000 for con 
struction work, the amount of money actually expended on the 
work. The certificate Was for a loan of $3,850,000. 


ELKINS ACT INDICTMENT 

The Commission has been advised, says a statement issued 
by it, that on September 17 an indictment in 15 counts unde! 
the Elkins act Was returned by a federal grand jury at Green 
ville, Tenn., against the East Tennessee & Western North Caro 
lina Railroad Co. The indictment charges the defendant with 
holding its company coal short of the billed destination, and 
through this device the procuring of transportation to the actual 
destination at less than the lawful rate applying thereto. 

The case Was investigated by a representative of the Com- 
mission’s Bureau of Accounts and representatives of the Com 
mission’s Bureau of Inquiry assisted in its presentation to the 
grand jury. 
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Loss and Damage Decisions 





Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 


oe Be ee ee ee ee ee a ee ee ee 





LOSS OF OR 


(Supreme Court of New Jersey, 
sumption is that goods arrived in 
y were shipped. (Kaufherr & Co. vs. 
Atl. Rep. 27.) 
In consignee’s action against terminal carrier for deliver- 
carload shipment in damaged condition, it was incumbent on 
aintiff to prove that goods were shipped in good condition. 
Ibid 
Canadian bill of lading issued by Canadian initial carrier 
carload shipment from Canada to United States held appli- 
ible to entire transportation.—lIbid. 
In consignee’s action against terminal carrier for 
gligence causing damage to carload shipment, admission in 
of lading issued by initial carrier that goods were received 
apparent good order held not binding on terminal carrier. 
Ibid, 


INJURY TO GOODS 


Essex Circuit.) Ordinary 
same condition in which 
Pennsylvania R. Co., 


alleged 





Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 


OOOO 





REGULATION OF COMMON CARRIERS 


Supreme Court of Louisiana.) 
ting instructions given it by shipper; otherwise carrier is 
e as for conversion. (Texas & P. Ry. Co. vs. Consolidated 
Companies, Inc., 156 So. Rep. 215.) 

Consignee which paid freight charges due under consignor’s 

inge of routing held not liable for excess freight due under 
riginal shipping instructions, in accordance with which goods 
were actually shipped, though bill of lading was not surrendered 

indorsement in accordance with reconsignment tariff pro- 

ng that original bill of lading “‘should” be surrendered; word 
should” being merely directory.—Ibid. 


Carrier owes duty to follow 


} 


(Supreme Court of Missouri, Division No. 2.) Where car 
rossties, consigned to railroad, arrived in yards on July 19, 
when it was placed on siding, and was not moved until July 
-+ or 25, when it was spotted for unloading at section foreman’s 
request, car lost “interstate commerce” status, so that section 


nd, injured when unloading car, Was not within federal act 


(Federal Employers’ Liability Act (45 USCA, Secs. 51-59)). (Al- 
idge vs. Wabash Ry. Co., 73 S. W. Rep. (2d) 401.) 
Where railroad yard was connected by main track with 


road’s interstate main line, but no interstate traffic in yard 

A shown, section hand, injured when unloading car of eross- 

held not engaged in “interstate transportation,” though 

were allegedly intended for use in yard, especially where 

were to be stored for indefinite future use (Federal Employ- 
Liability Act (45 USCA, Secs. 51-59)).—Ibid. 
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hi + ¢ @ 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 


OO Ong. 





Circuit Court. of Appeals, Second Circuit.) Fact that 
ther seller of coal, title to which passed to buyer before loss 
ereof when barge was sunk by tug, nor seller's insurer, pay- 


+} 
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ing loss not covered by policy, had cause of action against tug 
or claimant thereof, was immaterial in barge owner's suit as 
bailee of coal against tug for damages. (The W. C. Block, 71 
Federal Rep. (2d) 682.) 

Either bailor or bailee may sue tort-feasor for destruction 
of bailed goods.—Ibid. 

Fact that seller of coal, title to which passed to buyer be 
fore its loss when barge Was sunk by tug, voluntarily gave buyer 
second cargo was no defense to barge owner's suit as bailee of 
cargo against tug for damages.—Ibid. 

Tort-feasor, responsible for destruction of bailed 
not concerned with Whether bailee, suing for damages, will ac 
count to proper party for sum collected, since puyment to bailee 
will bar subsequent suit by bailor.—lIbid. 


goods, is 


(Circuit Court of Appeals, Second Circuit.) Steamer in 
East River overtaking lighter, which failed to answer signal for 
passage on its right and suddenly crossed steamer’s bow, oblig- 
ing steamer to back and swing bow to starboard, held wholly 
responsible for subsequent collision with car float on starboard 
side of approaching tug; being at fault in crowding lighter, 
speeding up engines, and changing course when tug was only 
third of mile away. (The Syosset, 71 Fed. Rep. (2d) 666.) 


Steamer in East River signaling overtaken lighter for pass- 
age to latter’s right, but receiving no answer, was bound to 
allow for, and take risk of, any movement of lighter.—Ibid. 

Tug’s violation of statute by navigating down wrong side 


of East River held condition, not contributing cause, of collision 
with approaching steamer at fault in crowding lighter 
her bow, speeding up engines, and changing course when only 
third of mile from tug.—lIbid. 


crossing 


RAIL DATA ON EAST TEXAS OIL 

Secretary Ickes of the Interior Department, as administrator 
of the petroleum code, has issued an order directing railroad 
companies to furnish data concerning any petroleum and petro 
leum products originating in and transported from the East 
Texas field area, the data to be used in the government’s effort 
to prevent the transportation of illegally produced petroleum 
and products from that area in which vast quantities of the 
so-called hot oil are supposed to originate. A form to be used in 
reporting the data was attached to the order but is not herein 
reproduced. The substantive part of the order follows: 


That every railroad company, or its duly authorized agent, which 
accepts petroleum or petroleum products originating in and trans- 
ported from the east Texas field area (as defined in Regulation III 
paragraph (8) promulgated by me July 20, 1934), shall file at the 
office of the Division of Investigations of the Department of the 
Interior in Dallas, Texas, not later than the fifteenth day of each 
and every calendar month beginning with the period ending Sep 
tember 15, 1934, for the preceding calendar month, a sworn state 
ment on the form entitled OEFS-7, which is attached hereto and is 
hereby approved by me, fully and accurately giving the data re- 
quired to fill out such form 


DROUGHT RELIEF RATES 


In drought order No. 17, the Commission, by Commissioner 
Aitchison, has authorized carriers for which L. E. Kipp is tariff 
publishing agent to establish reduced rates on livestock from 
points in drought stricken areas in Arizona, California, Colo- 
rado, Idaho, Iowa, Illinois, Kansas, Minnesota, Missouri, Mon- 
tana, Nebraska, Nevada, New Mexico, North Dakota, Oregon, 
South Dakota, Utah, Wisconsin and Wyoming to feeding lots 
in the western district and returning to the drought stricken 
areas, also from points not located in the drought areas adja- 
cent to towns or villages within the drought areas not served 
by any railroad to the feeding lots and returning from such lots, 
without observing the tariff publishing rules, on the basis of 
85 per cent of the fat cattle rate to the feeding points and 15 
per cent of the fat cattle rate on the return movement. 

The same order adds three counties in Montana to the 
drought area covered by drought order No. 16 to and from which 
reduced rates may be made on account of drought conditions. 


LOW PASSENGER FARES 


Announcement is made by H. W. Siddall, chairman, Trans- 
Continental Passenger Association, that the railroads have de- 
cided to reestablish for the summer season of 1935 the same low 
round-trip excursion fares, westbound to the Pacific Coast, and 
eastbound from the Pacific Coast, to and from all territory, as 
were in effect this summer. The fares authorized are on a basis 
lower than has been in effect for more than fifteen years, and 
the results this summer were so gratifying as to warrant their 
continuance for another season, it is stated. Three classes of 
fares will be authorized, one for first-class travel, a second set 
for intermediate-class travel (good in tourist sleeping cars), and 
a third group for tickets good in coaches only. 
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NATIONAL COMMODITY FORECAST 


Freight car loadings the fourth quarter of 1934 will be about 
2.2 per cent above actual loadings in the same quarter in 1933, 
according to estimates compiled by the Thirteen Shippers’ 
Regional Boards. 

On the basis of these estimates, freight car loadings of the 
29 principal commodities will be 4,618,359 cars in the fourth 
quarter of 1934, compared with 4,520,780 actual loadings for the 
same commodities in the corresponding period last year. 

Ten of the Thirteen Shippers’ Regional Advisory Boards 
estimate an increase in the loadings for the fourth quarter of 
1934 compared with the same period in 1933 while three estimate 
a decrease. 

The tabulation below shows the total loading for each dis- 
trict for the fourth quarter of 1933, the estimated loadings for 
the fourth quarter of 1934, and the percentage of increase or 
decrease: 

Actual 


Loadings 


Kstimated 
Loadings 


1934 Increase 
646,278 9 
527,492 5.8 
244,395 .6 
115,578 5 
240,753 5.5 
180,378 $.1 
142,758 8 


Per Cent 


Shippers’ Advisory Boards 1933 


Allegheny 616,191 
Atlantic States ..... -»+ 498,523 
Central West . om ‘ 227,050 
New England 114,996 
Northwest 228,203 
Pacific Coast ...... 165,269 
Pacific Northwest 131,170 
Southeast 462,798 467,870 | 

Southwest ‘ 323,029 332,484 2.9 

Trans- Missouri-Kansas 281,394 295,480 5.0 

Great Lakes 230,737 220,976 4.2° 
Mid-West .. 679,967 673,056 o* 
Ohio Valley 661,453 530,861 5.4* 


Total . 4,520,780 4,618,359 2.2 


*Decrease, 


Of the 29 commodities covered in the forecast, it is esti- 
mated that sixteen will show an increase; twelve a decrease, and 
one—brick and clay products—will be practically the same as 
in the fourth quarter in 1933. 

The sixteen for which an increase is estimated are: Flour, 
meal and other mill products; hay, straw and alfalfa; live stock: 
coal and coke; gravel, sand and stone; lumber and forest prod- 
ucts; petroleum and petroleum products; machinery and boilers; 
cement; lime and plaster; agricultural implements and vehicles 
other than automobiles; automobiles, trucks and parts; fertiliz- 
ers of all kinds; paper, paperboard and prepared roofing: 
chemicals and explosives; canned goods and all canned food 
products. 

The twelve for which a reduction is estimated follow: All 
grain; cotton; cotton seed and products except oil; citrus fruits; 
other fresh fruits; potatoes; other fresh vegetables; poultry and 
dairy products; ore and concentrates; salt; sugar, syrup and 
molasses; and iron and steel, 

Of the commodities for which increases are estimated in the 
fourth quarter compared with the same period last year, those 
showing the largest percentage of increase are: Automobiles, 
trucks and parts, 42.8 per cent; agricultural implements and 
vehicles other than automobiles, 24.9 per cent; live stock, 22.8 
per cent; canned goods, including all canned food products, 11.1 
per cent; hay, straw and alfalfa, 7.1 per cent, and fertilizers of 
all kinds, 6.8 per cent. 

The estimated carloadings for the fourth quarter in 1934 to- 
gether with actual carloadings for the same period in 1933 and 
the percentage of increase or decrease for each of the 29 com- 
modities included in the forecast of the Shippers’ Regional Ad- 
visory Boards follow: 


Actual 
Carloadings 


Estimated Estimated 
Carloadings Per Cent 
1933 1934 Increase 
205,400 178,856 12.9 
171,771 182,915 5 


27.407 29° 359 


Commodity 
Grain, all 
Flour, meal & other mill products... 
Hay, straw and alfalfa sek ee 
Cotton jee eledie 101,996 80,022 
Cotton seed & products, except oil 39,666 28,911 
Citrus fruits ea : 25,737 24,688 
Other fresh fruits 68,338 62,432 
Potatoes 51,973 48,176 
Other fresh 46,653 46,901 
Live stock 243,938 299,534 
Poultry and dairy si 33,199 30,493 
Coal and coke . .1,753,614 1,830,206 
Ore and concentrates 171,200 134,235 
Gravel, sand and stone 226,640 
Salt 25,593 
Lumber and forest products 322,379 
Petroleum and petroleum products.. 457,723 
Sugar, syrup and molasses 43,877 
Iron and steel 204,317 
Machinery and boilers 20,063 
Cement 69,207 
Brick and clay products 34,768 
Lime and plaster 19,535 
Agric. implements & vehicles, other 

than automobiles 
Automobiles, trucks and parts 
Fertilizers, all kinds 
Paper, paper bd. & prepared roofing 


vegetables 


products ee 


6,962 
61,465 
33,725 


59,199 62,249 
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Chemicals and explosives 20,846 


Canned goods—all canned food prod- 
ucts (includes catsup, jams, jel- 
lies, olives, pickles, preserves, 


ete.) 29,875 33,182 


.4,520,780 


Total 1,618,359 


*Decrease 
GOVERNMENT OWNERSHIP THREAT 

“To the many who are complaining bitterly of the action of 
your executives in granting the restoration of the 10 per cent in 
wages,” says J. D. Shatford, chairman of the Railroad Owners 
Association, in a letter to members (the reference being to rail 
road executives and railroad wages), “We can only say we regard 
it as inexcusable and that it has brought us several steps nearer 
to government ownership. 

“In fact a real surge toward government ownership is evi 
dent. Many stockholders are now urging the above step as the 
only way by which they might be able to recover any material 
part of their original investment. In opposing the increase of 
wages, which were so high that a 15 per cent decrease was justi 
fied, they insist that the employes would not have dared to 
strike; public opinion would have defeated them before they 
could have started.” 

Making a law of the railroad pension bill “is only one more 
evidence of the labor mania existing in Washington in and out 
of Congress and shows the absolute lack of regard for your 
interests,” says Chairman Shatford. 

Mr. Shatford reproduced a letter received from C. P. Riddell 
general secretary of the Railway Association of Canada, in 
response to inquiry as to the railroad wage situation in Canada 
showing that in July the situation was that the pay checks of 
all classes of employes were subject to a 15 per cent deduction 
with the exception of employes in locomotive and car department 
shops when bulletined to work less than 40 hours a week, in 
which case the deduction was 10 per cent. 

“The agreements with employes covering these deductions, 
said Mr. Riddell, “generally provide that at varying dates be 
tween October 31 and December 31, 1934, 5 per cent of the 15 
per cent deduction will terminate, the 10 per cent deduction to 
continue thereafter unless prior to the termination dates men 
tioned 30 days’ notice is served by the railways to continue or 
increase the 15 per cent deduction, or by the employes to reducs 
the 10 per cent deduction. In that event the parties will enter 
into negotiations and if a dispute develops, application will be 
made by one party or the other for the establishment of a board 
of conciliation and investigation under the industrial disputes 
investigation act, and 15 per cent deduction will continue in 
effect at least pending the report of the board.” 

Mr. Shatford told his members, who are railroad stockhold 
ers, that his information through legislative channels was that 
if the next Congress remained of about the same complexion 
as at present a railroad six-hour day labor bill would be enacted 

“If so,” said he, “it would mean the finish of the railroads 
We, therefore, urge all security holders to address their senators 
and congressmen stating their views on this subject and also 
on the pension law. 

“Your executives are about to ask the Interstate Commerce 
Commission for an increase of rates in certain commodities 
about equaling the inexcusable increase in wages they allowed 
It is unfortunate that the necessity should have been made for 
such an increase; it is not a popular move. But it should be 
granted in full measure at once. The cumbersome methods of 
the Commission, however, sitting as a High Court listening to 
tens of thousands of words shot at them by lawyers, ninety 
per cent of which are meaningless, cause much delay. A few 
good business men sitting around a conference table would ac 
complish as much in a few days as the Commission by its pro 
cedure in months. Too many complications involved in Commis- 
sion procedure and the stockholders pay for it. It is our opin 
ion that fifty per cent of the lawyers now engaged in raiiroad 
affairs could be dispensed with to the benefit of the companies. 

“To the stockholders who are advocating government owner: 
ship we would suggest patience for a time at least in the hope 
that the government will come to the rescue of your companies, 
and we would advise taking up with your senators and congress- 
men the matter of assisting the railroads, among other things, to 
enact legislation controlling competitors—bus, truck and inter- 
coastal shipping. 

“Any effort to bring prosperity back and have it abide with 
us will prove to be a failure until such time as the greatest 
industry, the railroads are prosperous. When they are prosper: 
ous, labor and security holders are also prosperous, their ex- 
penditures are great and are the active power behind the wheels 
of industry. Whenever a calamity seizes the country such as 
the drought the railroads are appealed to for assistance, and it 
is always granted in full measure as in the present instance when 
freight to the stricken regions is being hauled at half rate and 
cattle taken from the district to feeding grounds at a similar 
reduction.” 
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September 29, 1934 


ASSN. OF AMERICAN RAILROADS 


Believing that “the present situation of the railroads, as 
well as their future part in the economic growth of the coun 
try, ealls for constant, inspiring leadership and direction,” some 
two hundred leading railroad executives of the country approved 

a meeting in Chicago September 21 (see Traffic World, Sep- 
tember 22, p. 448) a plan for consolidation of the American 
Railway Association and the Association of Railway Executives, 

well as affiliated and controlled associations and agencies, 
into a single organization, The new organization is to be known 

the Association of American Railroads and will “deal authori- 
tatively with matters of interest to the railroads of the United 
Under the plans as worked out its executives will 
serve as a general staff for coordination of effort and action in 
the common interest of the railroads as a whole, greatly expand- 
existing authority and activity exercised for the common 

od 

A resolution adopted by the railroads at the Chicago meet- 

provides for including in the new organization the Bureau 

Railway Economics and the Railway Accounting Officers’ 
\ssociation, organizations maintained for years by the American 
Railway Association. This resolution also approved the con- 
solidation of the Association of Railway Executives, the Amer- 
ican Railway Association and the other two organizations named 
above, into the new organization. 

Approval of the plan came after a full day’s meeting of the 
members of the A. R. A. and the Association of Railway Execu- 
tives, preceded the day before by a meeting of the board of 
directors of the former and of the executive committee of the 
latter. Action of the meeting is subject to a vote of the member 
lines, but it is regarded as a foregone conclusion that will be 
favorable. 

J. J. Pelley, president of the New Haven, was elected presi- 
dent of the new association, and a board of directors composed 
of fourteen railroad presidents was elected. The board, as 
elected, included Mr. Pelley as a member, pending his resigna- 
tion from the New Haven, at which time he will assume the 
presidency and will be replaced on the board. 

Realization that the day has passed when a healthy railroad 
ystem could be maintained along old competitive lines is be- 
ieved to have been responsible for this major effort toward a 
olution of the collective railroad problems, Also the prospect 
of closer federal supervision and direction of railroad policies 
as the result of the establishment of such an agency as a per- 
manent federal coordinator is said to have played a part in 
determination of the officials to take the necessary steps to set 
their own house in order, in so far as that could be done by 
cooperative action. 

“The railroad executives who have formulated the plan 
regard it as a concerted effort to protect and advance the rail- 
road industry under private ownership and management, to 
enable them better to handle their own affairs on a permanent 
basis, as well as to cooperate more effectively with the govern- 
ment in constructively working out a program in the interest 
of the owners of the railroad properties, their employes, and 
the public,” says a prepared statement given out at the con- 
clusion of the meeting. 

The new association will be divided into seven main divisions 
and the president will be assisted by officers in charge of each. 
Headquarters will be maintained in Washington. Existing 
regional organizations and related and subordinate organiza- 
lions will preserve their identities, as the plan stands, and the 
president will be under the general control of the board, five 
of the members of which will be selected by the eastern railroads, 
six by the western, and three by the southern. An executive 
committee of five members of the board and the president will 
be regarded as in continuous session. 

Those elected to the board, in addition to Mr. Pelley, are 
as follows: W. W. Atterbury, president of the Pennsylvania; 
J. J. Bernet, president of the C. & O.; L. W. Baldwin, trustee 

the Missouri Pacific; W. R. Cole, president of the L. & N.; 
L. A, Downs, president of the Illinois Central; Carl R. Gray, 
president of the Union Pacific; Hale Holden, chairman of the 
Southern Pacific; Fairfax Harrison, president of the Southern; 
H. A. Scandrett, president of the Milwaukee; F. W. Sargent, 
president of the North Western; Daniel Willard, president of 
the B. & O.; F. E. Williamson, president of the New York 
Central, and Ralph Budd, president of the Burlington. 


States.” 


Statement of Railroads 


The full text of the statement given out after the meeting 
OlLOWS: 


\t a meeting held today the railroad executives of the country 
roved a plan for the improvement of the general railroad situation 
for the consolidation of the American Railway Association and 
oclation of Railway Executives into one national railroad organi- 
n, Which will deal authoritatively with matters of interest to the 
roads of the United States. This new organization will be known 
the Association of American Railroads. 
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The railroads recognize the need for a forceful, independent or- 
ganization to act in the capacity of a general staff for the railroads 
as a whole, merging under one authoritative direction the activities 
of the present railroad associations and organizations. The new or 
ganization will take the initiative in attacking the problems which 
confront the industry, retaining the beneficial activities of existing 
regional groups and instituting energetic study and action on all sub 
jects related to American railroad progress 

The new organization constitutes an aggressive and determined 
effort to deal with common problems, It is the purpose of this move 
ment to include every phase of railroad transportation and to employ 
every constructive approach, not merely in the solution of difficultic 
but in hastening and directing the improvement and development of 
the industry. 

The platform upon which the new organization will work is set 
forth in the preamble of the plan as follows: ‘In order to promote 
trade and commerce in the public interest, further improve railroad 
service and maintain the integrity and credit of the industry, the 
railroad companies of the United States do hereby establish an 
authoritative national organization which shall be adequately quali 
fied and empowered in every lawful way to accomplish said ends where 
concert of policy and action are required For the purpose of facili 
tating the realization of this constructive object, the members do 
hereby declare that these approved policies shall be authoritative and 
will be supported,” 

The new organization will have its headquarters in Washington 
Its president will devote his full time to its affairs and he will act 
under the general supervision and control of a board of directors con 
sisting of himself and fourteen railroad chief executives, five from the 
east, including New England, six from the west, and three from the 
south. There will also be an executive committee consisting of five 
members of the board and the president of the organization, which 
will be regarded as in continuous session. The president of the or- 
ganization will be assisted by officers in charge, respectively, of law 
operations and maintenance; traffic; finance, accounting, taxation and 
valuation; planning and research 

The present situation of the railroads, as well as their future part 
in the economic growth of the country, calls for constant, inspiring 
leadership and direction which can be attained only through initiative 
and cooperation within the industry. The Association of American 
Railroads is being established to achieve this coordination in such a 
way as will promote the best interests of each road by advancng the 
common welfare of all. 

The existing regional organizations and their related and subordi 
nate organizations will preserve their identities and activities, co 
operating with the Association of American Railroads. 

The railroad executives who have formulated the plan regard it 
as a concerted effort to protect and advance the railroad industry 
under private ownership and management, to enable them better to 
handle their own affairs on a permanent basis, as well as to cooperate 
more effectively with the government in constructively working out a 
program in the interest of the owners of the railroad properties, their 
employes and the public. 

Mr. John J. Pelley was elected president of the Association of 
American Railroads. In order to accept that position Mr Pelley 
will resign as president of the New York, New Haven and Hartford 
Railroad Company. 

Mr. Pelley was born in Anna, Ill, on May 1, 1878. He graduated 
from high school and did special work at the University of Illinois 
Since 1899, at which time he became a station clerk for the Illinois 
Central at Anna, Ill., he has been engaged continuously in railroad 
service. After serving as a clerk for a short time, he became a track 
apprentice and later a foreman and general foreman Subsequently 
he became supervisor of the Peoria division and later of the Memphis 
division of the Ilinois Central. He was promoted later to the position 
of road master and then superintendent Mr. Pelley later became 
general superintendent of the southern lines of the Illinois Central 
and, after serving in that position for some years, became general 
superintendent of the northern lines of the Illinois Central. In 1923 and 
1924 he was general manager of the Illinois Central and from 1924 to 
1926, vice-president in charge of operation, Mr. Pelley became presi 
dent in 1926 of the Centrai of Georgia Railway, a subsidiary of the 
lllinois Central, and held’ that position until 1929 when he resigned 
to become president of the New York, New Haven and Hartford 
Railroad Company. 


Government Participation Suggested 


Commending the railroads for setting up The Association 
of American Railroads, Jesse H. Jones, chairman of the Recon 
struction Finance Corporation, at the same time said, September 
24, he believed the public and the government should be repre- 
sented on the board of directors of the organization. In a state 
ment he said: 


The new association of railroads is certainly n step in the right 
direction and much good should come from it. Raiload executives are 
aroused to the necessity of some radical changes for their common 
good and I congratulate them for so earnestly undertaking the job 
However, I believe the public would be better served and satisfied if, 
in addition to the 13 railroad executives—excellent gentlemen that they 
are—who comprise the directors of this new association, there was in- 
cluded representation for the public and the government, to be named 
by the President of the United States 

Railroads are operated and controlled by executives and directors 
who, in the main, have very little actual financial interest in them, 
but who have a very direct and altogether proper interest in their own 
situations. It is for this reason that, in my opinion, the public, and 
the government, should have representation on this board that will in 
large measure determine the future of railroads, Public and govern 
mental participation in any changes that the association might make 
should facilitate and shorten the time necessary to put them into ef- 
fect when brought to the Interstate Commerce Commission and/or 
the Railroad Coordinator for approval 

We are all interested in the welfare of the railroads, and since 
the government must help them in lean times, direct representation 
in determining the factors affecting their requirements should go a 
long way toward inspiring public confidence, and this I say with all 
due respect for the railroad profession and the very fine men who gen- 
erally, after a life-time in railroading reach the high positions, start- 
ing usually at the bottom. 

In discussing the new organization at his press conference 
Chairman Jones put especial emphasis on the subject of con- 
solidation of railroads as necessary in any program to improve 
the railroad situation. He said the new association did not deal 


PAGE 483 





| 
| 
| 








pie ANNA Ene ae 


Cpt 


— 





ee et ae Fee, 


capt a 


Pe 


ea en 


ete a 


Lee Raa ep: 


PAGE 484 ry’ a Al r 
The Traffic World 


with that as such but he intimated that he felt it might do 
something in the way of encouraging more consolidations as a 
general policy in the railroad world. He thought it might be 
desirable to inject some compulsion into the consolidation situa 
tion along lines of the study now being made by Coordinator 
Eastman’s staff contemplating giving the Commission authority 
to compel consolidations in given instances, 

Chairman Jones is impressed with the idea that a sort of 
“public umpire” should sit on the board of directors of the new 
railroad organization. The representatives of the public and 
the government, he thinks, should not number more than three. 
He said his idea was original with him and did not emanate 
from “higher sources.” He said if the government was going 
to finance the railroads and the railroads were going to serve 
the public, he thought the government and the public should 
“sit around the table” at the meetings of the railroad associa- 
tion. Asked if government financing of the railroads was to be 
a permanent thing, he replied that the authority of the R. F. C. 
to lend money would expire by limitation next January 31. 

The opinion was expressed by the chairman that the crea- 
tion of the new railroad association would, if it resulted in im- 
proved conditions, help prevent government ownership of the 
railroads. He said if the railroads were efficiently operated, 
private operation certainly was better than government opera 
tion. In answer to a number of questions relating to various 
phases of the railroad problem, he expressed the belief that 
Congress would enact transportation legislation at the next ses- 
sion, that regulation of all transport agencies should be under 
one body, that perhaps not more than $25,000,000 additional loans 
would be made to railroads by the R, F. C. this year, that he 
had confidence in the railroads being able to “come back,” that 
because of the government’s advances to the railroads there 
was no intention of exercising authority over the railroads, and 
that in the rate advance case consideration should be given to 
rates in the drought areas. 

In railroad circles the reaction to the Jones announcement 
about public and government representation on the board of 
directors of the new organization was that probably nothing 
would be done along that line as the directors had already been 
elected. 

It was suggested in one quarter that Frederick H. Prince, 
whose “Prince” consolidation plan created such interest last 
year, probably held similar views to those of Chairman Jones 
with respect to representation on the board of directors of the 
association. J. W. Barriger, 3d, chief examiner of the railroac 
division of the Reconstruction Finance Corporation, was actively 
in charge of the preparation of the Prince consolidation plan. 


Salary of Pelley 


Mr. Pelley, the head of the new organization, will receive 
a salary of $60,000 a year, the maximum salary for an executive 
agreed upon between the railroads and Coordinator Eastman. It 
is understood that, if and when restrictions on salaries of rail 
executives are removed and business conditions justify it, the 
salary of Mr. Pelley may be increased. There are also provisions, 
it is understood, for payment of a pension in the event Mr. 
Pelley is retired, 

The board of directors of the new organization elected 
R. V. Fletcher vice-president in charge of law: Alfred P. Thom, 
associate general counsel, and J. Carter Fort, general solicitor. 
R. H, Aishton, chairman of the Association of Railway Execu 
tives, will retire from office. Other heads of the divisions of the 
new organization are yet to be selected. It is expected that 
M. J. Gormley, now president of the American Railway Asso 
ciation, will be vice-president of the operations and maintenance 
department. 

Plan of Organization 


The new organization will not actually come into being until 
the plan of organization has been approved by the boards of di 
rectors of the individual railroads, The plan of organization 
follows: 


In order to promote trade and commerce in the public interest, 
further improve railroad service and maintain the integrity and credit 
of the industry, the Railroad Companies of the United States do hereby 
establish an authoritative national organization which shall be ade 
quately qualified and empowered in every lawful way to accomplish 
said ends where concert of policy and action are required. For the 
purpose of facilitating the realization of this constructive object, the 
Members do hereby declare that these announced policies shall be 
authoritative and will be supported. 

Article 1. (a) The organization shall be styled The Association of 
American Railroads, hereinafter called the Association, It is created 
to deal expeditiously and effectively with all matters of general in 
terest to the industry, within the scope of the foregoing preamble. 

(b) The existing regional organizations known, respectively, as 

Eastern Presidents’ Conference, 

Western Association of Railway Executives, 

Southeastern Presidents’ Conference, 
and their related or subordinate associations and organizations will 
preserve their identities and activities, cooperating with the Asso- 
clation 

Article 2. In addition to carrying out the purposes stated in the 
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preamble hereof, the object is to coordinate the activities of the se) 
eral associations dealing, directly or indirectly, with subjects co 
nected with the American railroads 

Article 3. (a) All American steam railroads, except those oper 
ating less than one hundred miles of road, including trackage rights 
and except those operated primarily as plant facilities, shall be eligi 
ble to membership. The Board of Directors may admit to member: 
ship railroads, switching or terminal companies with annual operating 
revenues in excess of one million dollars. 

(b) The Board of Directors may admit to the Associatior 
Associate Members without voting rights, carriers which, in 
judgment of the Board, are not eligible for full membership as pr 
vided in Article 3 (a). The Board shall fix a flat rate for the annua 
dues of Associate Members, not subject to the further assessment pri 
vided in Article 20 

Article 4. (a) The general supervision and control of the affairs 
of the Association shall be committed to a Board of Directors, to 
selected annually by the railroads members of the Association, w) 
shall hold office for one year or until their successors are elected 

(b) The Board of Directors shall consist of fifteen members: fo 
teen railroad chief executives—five from Eastern territory, includi: 
New England, six from Western territory, and three from Southe 
territory—and the President of the Association, Who shall be ex offici 
Chairman of the Board of Directors 

(c) The Board of Directors shall elect the officers of the Asso 
tion, fix their compensation and the terms of their employment 

(d) The Board of Directors shall meet regularly each month at 
time and place to be designated by the Board Special meetings 
the Board may be called by the President, or, upon request of 1 
less than three members of the Board, shall be called, at a time othe 
than the stated period A majority of the Board of Directors sha 
constitute a quorum for the transaction of business, but a vote 
the majority of the Board is required for decision. On a controver 
sial question a three-fourths vote of the Board shall be necessary t 
a decision Any member of the Board may declare a question 
troversial No decision shall be reached nor any order made agai: 
any railroad company with respect to any controversial question wit! 
out notice and opportunity to be heard 

(e) The Board of Directors shall determine the policies and cont 
the activities of the Association 

(f) If any road or group of roads, members of the Associatior 
shall object to any decision of the Board of Directors, the road < 
group of roads so objecting shall have the right to submit the questi 
or questions at issue to arbitration as hereinafter provided in Art 
19, 

Article 5. The Board of Directors shall appoint annually an Aud 
Committee of accounting officers, one of Whom shall be Chair 
whose duty shall be to make a complete audit of the accounts of 
Association at such time or times as it may be deemed proper 
shall make report annually to the Board of Directors. 

Article 6. (a) There shall be an annual meeting of the memb« 
and the Board of Directors shall designate the time and place there 
At this meeting there shall be submitted a report of the act 
of the Board of Directors during the preceding year, and there 
be elected a Board of. Directors for the ensuing year. Special meeti 
of the members may be called by the Board of Directors at any ti 

(b) Not less than 30 days prior to the annual meeting of 
Members of the Association, the Eastern President Conference 
nominate five persons, the Western Association of Railway Ex: 
tives six persons, and the Southeastern Presidents’ Conference tl 
persons, all of whom shall be chief executive officers of Member Ro 
to be voted for at the annual meeting as Directors of the Associat 
Any Member Road may make other nominations Vacancies occurt 
during the year shall be filled by the Board for the unexpired tern 

Article 7 (a) There shall be an executive committee, consistins 
of five memebers of the board of directors to be selected by the board 
and a sixth member who shall be the president of the association and 
ex officio chairman of the executive committee 

(b) The executive commitee shall be considered as being 
tinuously in session, and the members thereof shall give to 


affairs of the association such time as may be necessary 


a) 


(c) During the interval between meetings of the board of dire« 
the executive committee shall possess and may exercise all the powe! 
of the board, reporting its action to the next meeting of the b 
for approval 

(d) The executive committee shall interest itself in matters affect 


ing the railroad industry and shall recommend to the board of directors 
and to the members such constructive policies as will promote eff 
ciency and economical operation. Whenever requisite, it will accor 
pany its recommendations with suggested rules and regulations 
insure the execution of the determined policies 

Article 8. The officers of the association shall be president; five 
vice-presidents, one of Whom shall be the general counsel: asso ‘ 
general counsel; general solicitor; secretary-treasurer 

Article 9. (a) To the end that the business of the associatik 
may be economically and efficiently conducted, and its service 
the American railroads effective'y performed, the association e: 
lishes departments to be administered under executive supefvis 
as herewith set forth, to wit 

I. Law 

Il. Operations and maintenance 

lll. Traffic 

IV. Finance, accounting, taxation and valuation 

V. Planning and research 

(b) Each of the departments provided for in this article shal 
be under the direct supervision of a vice-president of the associat 
The vice-president of the law department shall serve also as genera 
counsel. The work of the several departments may be subdivided 
such divisions as the vice-president in charge may direct, with the 
approval of the president and the board of directors. 

(c) Anything in this plan to the contrary notwithstanding, th 
board of directors shall have power to transfer to any other depart 
ment any activity herein assigned to a particular department 

Article 10. (a) The president shall exercise general supervision ove! 
the affairs of the association and shall preside over meetings of the 
board of directors, the executive committee and the members He 
shall perform such other duties as shall be assigned to him by the 
board of directors. In the absence or disability of the president, 8 
vice-president of the association, to be designated by the executive 
committee, shall discharge the duties of the president 

(b) The president shall have power to appoint such subordinates 
assistants and c'erical employes as may be necessary for proper con- 
duct of the work of the association; all subject to the approval of! 
the board of directors. No bills shall be incurred without the approval 
of the president or a vice-president : 

Article 11 The law department shall deal with questions of 
legislation, governmental action and policies, and matters of a legal 
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. e which, in the opinion of the board of directors or of the ex- 
; ve committee, will affect the members of the association, and 
ich other matters of a related nature as may be referred to 
er + by the president. 
ht \rticle 12. The operations and maintenance department shall deal 
ll matters pertaining to operating, car service, transportation, 
ment, telephone and telegraph, signaling, maintenance and con- 
rrpetion, engineering, mechanical, purchases and stores, inspection, 
‘ claims and such other matters of a related nature as may) 
lire attention or may be referred to it by the president 
the \rticle 18. The traffic department shall deal with all matters 
f ratlic nature, both freight and passenger, and such other matters 
I f related nature as may require attention or may be referred to 
pr t the president. 
Article 14. The finance, accounting, taxation and valuation de- 
ent shall deal with all phases of accounting, financial and tax 
‘ ctivities and such other matters of a related nature as may 
wi rec e attention or may be referred to it by the president 
Article 15. The planning and research department shall absorb 
‘ k of the bureau of railway economics and have charge of 
a esearch problems affecting carriers, and shall provide properly di- 





e! vested information for other departments. It shall be the source 
I f iamental techincal information and shall deal with all matters 
nert ng to the aalysis and study of all phases of transportation 


ns, With special attention to improvements in present methods 
i ractices, and research leading to the correlation of all forms of 
petitive transportation, pure and applied science, materials and 


. truction, special statistics and reports, and with such other 
l tte! of a related nature as may require attention or may be 
ther ferred to it by the president. 


! Article 16. In each of the departments under the direction of 

t t department vice-president there shall be appointed such com- 
ver ttees as may be deemed necessary for the subjects to be covered 
e activity required upon these subjects. The members shall 
ected from the various geographical sections of the country 
ire adequate representation of the experience and practice of 


u the member roads, They shall give such cooperative action to othe 
mmittees as may be required : 
Article 17. The secretary-treasurer shall be responsible for 


he funds of the association, shall receive, disburse and account for 
monies received and expended, shall make monthly reports of the 
neces to the board, and shall give such bond as the board of direc- 
rs may direct He shall also keep a full and complete record of 
eedings of all meetings of the members of the board of directors, 
i of the executive committee, and perform such other duties as may 
igned to him by the president or the board of directors. He 
deposit the funds of the association in such bank or banks as 
y be designated by the board of directors 
Article 18 (a) Standards, rules, regulations and decisions of 
issociation shall be promulgated under the direction of the presi- 
subject to the approval of the executive committee. 
b) Standards, rules and regulations may be established by the 
ber roads by majority vote at any regular or called meeting or 
etter ballot as the exigencies of the occasion may demand, The 
power of the members of the association shall be, in questions 
physical property, proportionate to the ownership of equip- 
miles of track, whichever may be applicable 
Article 19 (a) It is hereby declared to be the policy of the 
on that all controversies between members of the associa- 
ld be settled by arbitration, and the members of the asso- 
agree that, in any controversy over which the board of 
has assumed jurisdiction and has decided by the affirmative 
e of three-fourths or more of its members, they will accept and 
tit rry it such decision or, within twenty days, institute arbitration 
eedings as hereinafter provided 
Whenever it is necessary to arbitrate a controversy between 
rd of directors of the association and a member or group of 
arbitrators shall be selected in the manner following: The 
er or group of members demanding arbitration shall select one 
ee arbitrators and shall notify the president of the association 
such action Within twenty days after the receipt of such notice, 
esident of the association shall select one or three arbitrators 
ha notify the opposite party of such action, Within twenty 


thereafter, the arbitrators shall meet and select one or three 


1 il arbitrators if, within the said period of twenty days, 
t hall be a failure by the previously selected arbitrators to se- 
ft t ich additional arbitrator or arbitrators, the presiding judge 


Federal Circuit Court of Appeals of the circuit which includes 
e | e office of the member demanding arbitration (or the home 
fice of the member with the largest road-mileage demanding arbi- 
five tion, if there be more than one member party to the arbitration) 
requested to appoint, within twenty days, the additional ar- 

or arbitrators, 
The association shall adopt rules to be followed with respect 
e admissibility of evidence, the filing of briefs, the hearing of 
ent and all other matters affecting practice and procedure. 
i) Within sixty days after a case has been submitted, the arbi- 
shall render their decision and make their award, and such 
ncluding an award involving the payment of money, shall 


lusive and binding upon the parties to the controversy. The 
and award of a majority shall constitute the decision and 
vard of the arbitrators, 


The cost and expense of abritration, as determined by the 

irs, in each specific submission for arbitration, shall be borne 
proportions as shall be fixed by the arbitrators. 

Where there exist means for the settlement of disputes in 

re tions to be brought under the association such rules and 

tions may be continued, unless otherwise ordered by the board 


he id tors or the executive committee, 
(Article 20. The expenses of the association shall be met by as- 
ts made by the board of directors and approved by the mem- 
ver er Ss, based upon the operating revenues of the railroads mem- 
he er the association, the period selected to be determined by the 
He ra of directors, 
the \rticle 21. On all questions which come before the members for 
i , nh the voting shall be in proportion to operating revenues, ex- 
ive ‘ is herein otherwise specifically provided. 


le 22. Attached, as Exhibit “A,” is a form of contract un- 

h all members will agree to the above provisions and which 

! ' | be required to enter into at the time of signifying their 
of intent to become members of the association; provided that members 
ya ecelvership or trusteeship may, if they so elect, execute a con- 
n the form of Exhibit “B,” hereto attached, in lieu of Exhibit 


il \rlicle 23. The princial office of the Association shall be in the 
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city of Washington, D. C., but, subject to the approval of the board 
of directors, branch offices may be established in the cities of New 
York and Chicago, and elsewhere as required 

Article 24. This plan shall become effective upon a date to be 
fixed by the board of directors after three-fourths of the mileage of 
the railroads now belonging to the American Railway Association and 
the Association of Railway Executives shall signify their assent 
thereto. 

Article 25. The provisions of this plan may be amended or mod 
fied at any time by a three-fourths vote of the membership, each 
member casting its vote in proportion to operating revenues 


Rail Unity Pleases Eastman 


Merging of the Association of Railroad Executives and 
American Railway Association was gratifying to Coordinator 
Eastman according to a statement issued by him after announc 
ment was made in Chicago that the two large associations had 
coalesced at a meeting in that city. Mr. Eastman said 


The announcement that the railroad executives of the country 
have agreed upon one national railroad authority to deal effectively 
with all matters of national interest to the railroads of the United 
States is gratifying. I believe that it is a step in the right direction 
which offers promise of substantial benefit to the railroads and also to 
the country. For a long time the need for a better central organiza 
tion of the industry which could act authoritatively, somewhat in the 
capacity of general staff; has been evident While the railroads ars 
owned by many separate and independent companies, they really 
operate today as parts of a national railroad system, for cars are 
freely interchanged and move all over the country, through routes and 
joint rates abound, and joint operations are now, On the whole, of 
more importance than local operations Because of this situation, 
there are many matters of common concern to all of the railroads 
and to the industry as a whole which emphatically require central 
leadership and should be governed by common policies. 

Existing central organizations have done good work in many re 
spects, but the bonds of union have been so loose that needed col 
lective action has been hampered and the individual companies have 
often worked at cross purposes with each other. The fact that the 
railroad executives have now recognized this weakness in their sit 
uation and are endeavoring to correct it augurs well for the future 
of the industry. The railroads have been, are, and wil continue to 
be essential to the welfare of the: nation, and under proper stimulus 
and guidance I believe that there are large opportunities for the 
development and improvement of service and operation and for co 
ordination with other forms of transport which will benefit shippers, 
travelers, labor, investors, and the entire country. The new organiza 
tion is consistent with the work which I have been endeavoring to do 
under the Emergency Railroad Transportation Act, 1933, 

The new central organization is, of course, not a complete answer 
to the entire transportation problem, but it should supply one part of 
the answer. My understanding, I should add, is that it will not dis 
turb in any way the safeguards which have been set up through law 
for the protection of those who use the railroads and of the general 
public interest, Its operations will be subject in all respects to thos« 
safeguards, 


ADVANCED FREIGHT RATES 
The Trafic Worid Washington Bureau 


Representative J. Hardin Peterson, of the first district of 
Florida, as soon as he heard that the railroads were contemplat 
ing an application for, as he said, a general 10 per cent increase 
in freight rates, wrote to the Commission saying: “I would like 
to register a vigorous protest against any such increase if and 
when the application is received. He said he had in mind par 
ticularly the condition of the citrus industry in Florida and 
wanted to point out that the present rates were such as to force 
a large part of those commodities to boat lines and trucks, thus 
limiting distribution, 

“I am convinced that an increase not only would lessen 
railroad revenue but would also tend to aggravate seriously 
the situation which already exists,” said he. 

Another member of the House from Florida, R. A. Green, 
of the second district, said that by his letter he again entered 
a strong protest against freight and express rates. 

“The rates we are now paying for freight and express here 
in Florida are out of all reason and far higher in proportion 
to those in other sections of the country. I expect to request 
a thorough investigation of these rates at the next session of 
Congress. Please do not allow another increase.” 

Elmer H. Neff, of New York, saying that he was a small 
stockholder in a railroad, urged the Commission to give favor 
able consideration to the railroads’ request for an increase. He 
said that the stockholders were entitled to returns on their 
investments and should be allowed a reasonable figure to take 
care of the great increase in cost of materials, increased wages 
and increased taxes. He also urged the Commission to use its 
influence in procuring proper regulation of competing business 
of trucks, busses, and steamboats, so that they could not further 
take advantage of the support they obtain in the case of the 
trucks by free right of way and free highway maintenance, and 
in the case of “millions spent to improve waterways so that 
they could carry freight at a cheaper rate, thus benefiting a 
small number of shippers who can use the boat lines.” 

He said a sample of the injustice to railroads was shown 
in a case of the millions which the United States had spent 
in changing the harbor at Miami so that ships could go to the 
city’s docks. He said a representative of the Florida East Coast 


had told him that there was the equivalent of a train load of 
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freight taken in to Miami every week by boat. The millions 
so spent, he said, had not benefited the general public but sim- 
ply the boat owners and the relatively few individual freight 
shippers using those boats, 

Senator Pope, of Idaho, in a letter addressed to the Commis- 
sion, said that Ex Parte 115 was of great interest to the people 
of the Pacific northwest. The matter of freight rates, as affect- 
ing agricultural, mining, lumbering, stock-raising and other 
industries of Idaho, and the entire west, was a vital problem, 
said he. He said that he had not lost sight of the importance 
of insuring a reasonable income so far as possible to the rail- 
roads. Nevertheless, he said, there were a number of considera- 
tions, which, for reasons of public policy should, in his opin- 
ion, be seriously considered by the Commission in connection 
with this case. 

Continuing, he said: 


In the first place, it is conceded that railroads have suffered as 
a result of the economic depression. All other businesses have suf- 
fered and have experienced similar business losses, The railroads 
were among the first recipients of governmental financial assistance 
in the form of loans and grants. At the expense of the taxpayers, it 
is safe to say, a number of transportation companies have been saved 
from bankruptcy. On the other hand, thousands of small business men 
and producers of basic commodities have not received sufficient help 
to maintain their economic stability. 

The legislative program of the Seventy-third Congress is designed 
to restore normal economic conditions. It gives recognition to the 
fact that we cannot lift ourselves by our boot-straps. Every per- 
son and every interest must cooperate fully. The railway employe 
retirement legislation of the last Congress will place an additional 
burden of expense upon the railroads, but it is my conviction that 
other portions of the administration program will more than com- 
pensate for this expenditure. The government is attempting to place 
purchasing power in the hands of the masses by many means, one of 
which is railroad pension legislation . . . It is only fair and reasonable 
that, as a matter of public policy, they be required to bear a por- 
tion of the burden and not be permitted to pass it on to the consuming 
public ...I have long held the opinion that the railroad transporta- 
tion system could be given more tangible assistance by reducing their 
rates than by increases. There have been a number of instances in 
which public utility commissions have reduced charges for the prod- 
ucts or services of utilities to a point below the customary conception 
of a reasonable rate. It has been found in such cases that the result- 
ing increase in volume of business caused a gain in net profit. The 
American people are certainly not patronizing railroads to capacity, 
and it seems entirely reasonable that if a policy of reducing rates 
were adopted, new business would be discovered which would more 
than offset the loss, 

On the other hand, if rates are increased, the public will again 
turn to motor and water competition, Many thinking men and women 
have come to the conclusion that our railroads have been given a 
“fair return’ on a rate base that is seriously overvalued, and that 
railroads should turn to more efficient progressive business methods 
to save themselves rather than to assess greater charges upon those 
who are forced by necessity to patronize them. 


Traffic experts for the lumber industry have estimated that 
the proposed increase in lumber rates, in Ex Parte No. 115, may 
easily mean a jump of $16,000,000 in costs to the consumer with, 
perhaps, a $10,000,000 increase in revenue to the railroads, ac- 
cording to the National Lumber Manufacturers’ Association. 
After a survey of the situation confronting the industry as the 
result of the carriers’ petition, the association has announced 
that, in opposing the petition, ‘stress will be laid upon the fact 
that existing lumber freight tariffs have been adjudged by the 
I. C. C. as reflecting just and reasonable maximum rates.” It 
said further that the retail branch of the industry was expected 
to furnish information concerning the effect of disproportion 
increases in lumber rates as contrasted with increases in rates 
for other building materials directly competitive. This data, it 
said, would relate to the movement of building materials into 
the various consuming points and indicate the extent to which 
such commodities move into local use by trucks, water trans- 
portation or over the tracks of the railroads. 


At the suggestion of Wilson Compton, general manager of 
the association, a subcommittee composed of H. N. Proebstel, 
of the West Coast Lumbermen’s Association; A. G. T. Moore, of 
the Southern Pine Association; A. G. Kingsley, of the Northern 
Pine Manufacturers’ Association; and H. R, Northup, of the 
national association, has been appointed to prepare for presen- 
tation of the lumber industry’s case. 

The association stated that, for reasons peculiar to their 
region, the representatives of the Northern Hemlock and Hard- 
wood Manufacturers’ Association said that their group for the 
present would withhold participation in the case before the 
Commission. 

Treating Acting Chairman Meyer’s letter to Secretary Wal- 
lace advising him that the Commission would be pleased to have 
the Department of Agriculture submit such testimony as might 
be pertinent to the issues as an invitation to participate in the 
hearings in Ex Parte No. 115, the press service of that branch 
of the government, in a statement, said: 


The I. C. C. today invited the U. S. Department of Agriculture 
to participate in the hearings called by the Commission to open at 
Washington October 1 on the request of the railroads for an increase 
in freight rates. It is expected that Secretary Wallace and several 
of the economists of the department will present facts and views 
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pertinent to this case, including a comprehensive review of the agri. 
cultural situation. 

Inasmuch as most of the data bearing on the condition of ag; 
culture emanate from the Department of Agriculture, it is expected 
that having this testimony direct from the department will do awa, 
with the necessity for much duplication of common and factual testj 
mony on the agricultural situation by farm organizations and othe, 
interests. The department expects to present the results of suc} 
studies as it has available bearing on the economic effects of freigh: 
rate levels. These, it is considered, include the relation of transpor 
tion costs to shifts in production areas, to changes in the proportions 
of crops sold commercially and moved by the several means of trans. 
port, to the level of commodity prices and services in general, and | 
the restoration of balance between various prices and costs as a fa 
tor in general recovery. 


Any thought that Ex Parte No. 115, increases in freigh; 
rates and charges, 1934, might be a brief proceeding was showy 
to be without substantial foundation long before September 2: 
That was the day by which the Commission had said, in its 
announcement in connection with its institution of the cas 
that those interested in the matter should advise it of thei 
desire to be heard, the number of witnesses they intended , 
summon, the general character of their evidence and the approx 
mate amount of time that would be required (see Traffic World 
September 1, p. 331). Notifications of that character began com. 
ing to the Commission without delay. 

When September 25 arrived requests for time in which t 
be heard had been received, it was estimated, from between 25) 
and 300 persons, firms, corporations, associations, and state com 
missions. Requests for time ranged from five minutes to eight 
hours, The requests were piled on the desk of Examiner Howard 
Hosmer, who, for the time being, was acting as a member of th 
staff of Commissioner Aitchison, the latter having administratiy: 
charge of the proceeding. 

No estimate has yet been made as to the time that will l 
consumed either by the railroads in support of their propositions 
or by shippers or state commissions. Many letters have beer 
received, particularly from interests in towns in which railroad 
shops are important units of business life, asking the Commissio: 
to grant the increases. Such requests are based upon the ground 
that the carriers need the money and that unless the increases 
are allowed the communities will suffer. 

Letters of that character are placed in folders so that any 
one interested may read them. They are, however, not a part 
of the material that will be placed before the commissioners 
when they consider what should be done with the petition of 
the carriers. Only sworn testimony will constitute the facts f 
their consideration. More letters in opposition to increases ar 
to be found in that file of expression of views than support of 
them, Some of the letters in support of the petition of the 
carriers indicated that they were the result of activity by rai 
road employes whose personal fortunes would naturally be ad 
versely affected if the condition of the railroads continued 4s 
unsatisfactory as it had been in the last few years or becam 
worse. 

The Commission has never objected to the receipt of such 
letters, but it has taken the position that if a person desired t 
have his views made a part of the record he should offer him 
self as a witness or arrange in some way to have a forma 
presentation made in his behalf, so that representatives of the 
railroads would have the opportunity to cross examine on al) 
statement of fact or opinion that might be presented. 

Traffic executives, commerce counsel and statistical and 
economic authorities of the railroads and railroad organiza 
tions, at a meeting in Washington on September 25 and later 
days, made a program, subject to change, for carrying on the 
railroad side of the Commission’s hearing in Ex Parte No. 

It was agreed that the hearing should be begun with 4 
general statement for the railroads by R. V. Fletcher, genera! 
counsel for the Association of Railway Executives. He will 
probably be followed by Julius H. Parmelee, director of the 
Bureau of Railway Economics, and M. J. Gormley, president 0! 
the American Railway Association. Other witnesses probably 
will be L. A, Downs, president of the Illinois Central; C. £. 
Denney, president of the Erie; L. W. Baldwin, trustee of the 
Missouri Pacific, and D. T. Lawrence, chairman of the Assocl& 
tion of Eastern Traffic Executives. 

J. Carter Fort, general solicitor of the Association of Rail 
way Executives, has advised the Commission that the carriers 
expect to use about a week in presenting their testimony in SUP 
port of their application for increased freight rates. The first 
testimony will be statistics of the character represented in other 
rate cases, brought to date and supplemented with additional 
figures on account of the depression. 

The next testimony will be as to the efficiency and econom! 
of operations, followed by one witness to present traffic test 
mony of a general character. That will be followed by Drie! 
testimony from executives representing the eastern, wester, 
and southern territories, Then will follow testimony by traffic 
officers from each of the three territories taking up the proposals 


in such detail as may be necessary to meet the questions thal 
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av be presented by shippers. The estimate of one week takes 
, consideration cross examination. 

On account of the detailed character of the carrier pro- 
posals, men with experience in other advanced rate cases are 
inclined to believe this case will be one of much greater detail 
than any of its predecessors. The precise character of the 
proposals, the thought is, will cause the proceeding to resem- 
ble a string of investigation and suspension cases, with a great 
deal of the testimony dealing with particular rate situations 
instead of with the subject generally. 

it is probable that before Ex Parte No. 115 has been far 
advanced in the hearing stage serious consideration will be given 
to the possibility of the Commission receiving and making a 
part of the record, affidavits from shippers interested in the 
proposals of the carriers. The rules of practice of the Com- 
mission provide for taking of depositions. That, however, is 
almost aS expensive as having the person who has something 
he thinks the Commission should know appear as a witness. 
It requires the presence of a notary to preside and the taking 
of a stenographic record. 

The idea that affidavits might be used grew out of a notice 
served on the Commission by W. H. Fitzpatrick, attorney for 
the St. Joseph, Mo., Chamber of Commerce, of an intention to 
take depositions so as to present to the Commission testimony 
of St. Joseph interests without incurring the expense of send- 
ing witnesses to Washington. Mr. Fitzpatrick went so far as 
to give the names of the witnesses he desired to be heard 
to the Commission and to attorneys for the railroads. The 
only thing he had not done was to specify the time and place 
for the taking of the depositions. 

Objection by the railroads would make impossible the use 
of affidavits. Their consent would be a condition precedent to 
the initiation of the novelty in the practice in formal docket 
proceedings. Those who have discussed the subject know, from 
the letters that have been sent to the Commission, that many 
of the shippers, even if they came to Washington, would put 
into the record, facts and opinions on which the railroad at- 
torneys would not desire to cross-examine. In such instances 
it is felt that an affidavit would be as good as a deposition. 
In the taking of a deposition the adverse party must be afforded 
the opportunity, if he desires, to be present and cross-examine 
the one making the declarations as a substitute for oral testi- 
mony. 

It is suggested that the railroads, in this proceeding, could 
save all their rights by stipulating that, in the event they de- 
sired to cross-examine anyone making an affidavit, they would 
have the opportunity to do so by giving notice to the affiant 
that it desired to ask him questions. In the event the affiant 
failed to submit to the requested cross-examination, his affidavit 
would be stricken from the record and not placed before the 
commissioners or the examiners whose duty it would be to 
make an abstract of testimony. 


In the event cross-examination were ordered a Commis- 
sion examiner could be sent out to supervise the proceeding. 
The feeling among those who have considered the matter is 
that there would be few demands for cross-examination. 


Use of affidavits, it is suggested, would tend to keep the 
record within smaller dimensions than if the persons desiring 
to present factual and opinion testimony took the witness 
stand. It is thought that a man making an affidavit will not 
feel constrained to put as much on paper as if he were to 
appear On the witness stand in Washington or at some other 
hearing point. In other words, that he would not feel that 
- a to “make a showing” to justify his dispatch to the place 
0 1earing. 

\nother thought is that if the affidavit way of handling 
testimony that would not be expected to call forth examination, 
the pressure for hearings outside of Washington would be 
greatly lessened. In addition it would make it hard for a man 
to say that his interests had been disregarded because he had 
not had the money needed to cover the expense of a witness 
‘to and from the place of hearing. In other words, it would 
afford an opportunity for men to “get things off their chests” 
With a minimum of expense. It is pointed out that business 
men in railroad towns, in that way, could get their views in 
aren of the increase, into the record. Under the practice 
eretofore their opinion letters have been sent to the files 
Without being placed before the men handling the case. Few 
persons, other than lawyers, know that the Commission, as 
4 quasi-judicial body, cannot consider letters in a formal pro- 
ceeding. The railroads are entitled to a hearing, which, in a 
judicial sense, means the production of witnesses and the giv- 
Ing of testimony under oath. Giving of testimony under oath 
carries with it the right to subject the person giving the testi- 
mony to cross-examination to test’ his credibility and the ac- 
curacy of the information he is supposed to be giving. While 
the Commission is also a quasi-legislative body, it is not free, 
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as is a legislative body, to consider petitions without the for- 
malities of a hearing under oath. 

Whether there will be hearings outside of Washington had 
not been decided at the time this was written. The suggestion 
of affidavits grew out of a desire on the part of the Commis- 
sion to expedite the proceeding as much as possible. If the 
affidavit method is shown to be impossible a considerable num- 
ber of hearings outside of Washington, it is believed, will have 
to be assigned. That, however, is not to say that if the affidavit 
method is found possible, there will be no hearings at other 
places. If it is possible, the number, it is thought, will be fewer 
than otherwise. 

A number of inquiries have been made as to whether there 
will be an adjournment of the hearing immediately after the 
railroads have completed their testimony in chief. A number 
of practitioners have suggested that there should be such an 
adjournment to enable them to prepare rebuttal and for cross- 
examination. The Southern Hardwood Traffic Association has 
suggested a thirty-day adjournment. The Michigan Manufac- 
turers’ Association has asked for an allowance of two weeks’ 
time for the presentation of testimony from a great number of 
witnesses. 

Noah W. Cooper of Nashville, Tenn., who in other cases has 
taken the witness stand to say that the railroads were violat- 
ing the law against Sunday work, has asked for five or ten 
minutes’ time to be heard on the “moral law” phase of the 
case, as he sees it, in this proceeding. 





HOW TO CUT FREIGHT RATES 


Charles J. Lavery, of Aberdeen, S. D., who writes M. D. after 
his name, in an open letter addressed to Congress, Coordinator 
Eastman, and Henry A. Wallace, Secretary of Agriculture, says 
that Congress and eventually state legislators could reduce 
transportation costs to farmers and everybody else approxi- 
mately 50 per cent by shifting all taxes from railroads to land 
values. He declares that a levy of 1 per cent on all land values 
would do that and at the same time it would increase the buy- 
ing power of farmers and all other workers, and collect, for 
public use, taxes from landlords and monopolies “who have 
always escaped taxes.” He adds that what he proposes would 
also reduce speculation in land by lowering its price. 

It is the doctor’s idea that the government should buy the 
rights of way of railroads and take the taxes off them, at an 
estimated cost of about $4,000,000,000. Dr. Lavery figured that 
in 1930 the railroads made an outlay for taxes of $1,220,604,711. 
Of that sum $361,839,341 was represented by taxes themselves, 
$14,473,574 interest on the money involved in the payment of 
taxes. The largest item in his capitulation of tax cost was 
$844,291,796, which he denoted “cost of tax departments, all 
railroads (214 times tax).” He did not, however, show how 
he arrived at such a figure, equal to more than one-third of 
the total operating expenses of the railroads in 1933, which was, 
in round figures, $2,249,000,900. 





ROOSEVELT TRANSPORT PROGRAM 


President Roosevelt September 26 had nothing to say with 
reference to the Administration program relating to transporta- 
tion. The President, it was stated, had not seen Coordinator 
Eastman since the latter’s visit at Hyde Park, N. Y. The posi- 
tion of Coordinator Eastman with respect to preparation of the 
transportation legislative plan was stated last week when he 
said that, at this time, any announcement at this time would 
be premature. 


TRAFFIC LEAGUE ACTION 


After extended discussion at a meeting in Chicago Septem 
ber 25, the executive committee of the National Industrial Traffic 
League decided neither to approve nor disapprove, in whole or 
in part, the petition of the carriers for increased rates in Ex 
Parte 115, but appointed a committee of five from its member- 
ship to appear, with counsel, Luther M. Walter, at the hearing 
to begin October 1. J. H. Beek, executive secretary of the 
League, will also attend the hearing as an ex-officio member 
of the committee. The committee will file an appearance on 
behalf of the League and counsel will endeavor to clarify the 
testimony so that League members may be accurately advised 
as to developments. 

It was further decided that the committee should report to 
the executive committee with any recommendations it might 
have, following presentation of the carrier testimony. 

Considerable time was also given to consideration of the 
report of the highway transportation committee, of which L. F. 
Orr, traffic manager of the Pet Milk Company, St. Louis, is 
chairman. The report of the committee was approved, after 
certain changes were made. It stated the position of the organ- 
ization in terms of general principles which it was felt should 
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be incorporated in any regulatory measure that might be en- 
acted by Congress. 

On the theory that this was not the time to take a position 
with reference to any specific bill or legislation on the subject 
of highway regulation, no action was taken as to an elaborate 
regulatory measure drawn up by R. C. Fulbright, in response to 
a request from the former chairman of the highway committee, 
Cc. E, Childe. The action of the executive committee in this 
respect was to approve the view that there was not at this time 
any specific regulatory measure before it and that it would be 
better to wait until something definite was before Congress 
before the League expressed itself on a detailed proposal of 
any sort. 

The following Were appointed to the committee to appear at 
the hearing in Ex Parte 115: F. M. Renshaw, president of the 
League and traffic commissioner, Buffalo Chamber of Commerce; 
W. H. Day, manager of the transportation bureau, Boston Cham 
ber of Commerce; John A, Coakley, traffic manager, U. S. Steel 
Corporation; F. S. Keiser, traffic commissioner, Duluth Chamber 
of Commerce, and L. F, Orr, 

The report of the highway transportation committee ap- 
proved by the executive, stated that the committee had adopted 
a resolution declaring: “That this committee recommends that 
the League favor reasonable and logical regulation of highway 
transportation for hire both as to rates and service.” 

Notwithstanding its approval of the report, the executive 
committee adopted a motion stating: “That the League recom- 
mends a period of study of the data and experience that will be 
available from the registration of trucks and filing of rates 
under the trucking code before enactment of additional legis- 
lation, and that such studies include the relaxation of railroad 
regulation.” 

The general principles approved for incorporation in such 
regulatory legislation as might be adopted are as follows: 


l It would be uneconomic and against the public interest to 
require the public to pay to support that part of the transportation 
investment which cannot be justified from a sound economic stand- 
point, and inasmuch as it is not known who will be appointed 
from time to time to administer any law, the committee is of fhe 
further opinion that in determining and prescribing any rate, fare, 
or charge and/or practice under this section, the regulatory au- 
thority shall be governed by the costs and other conditions pertain- 
ing to highway transportation, irrespective of the costs, rates, fares, 
charges, and/or practices of, any other agency of transportation 
This right of the public is recognized by the Federal Coordinator, 
the National Transportation Committee, the National Association 
of Railroad and Utilities Commissioners and the Joint Committee of 
Railroads and Highway Users The committee can find no sound 
reason why such guarantee should not be placed in the. law. 

2 Any declaration of policy with respect to the regulation of 
commerce by motor carriers should state that the policy is to de- 
velop and maintain economical and efficient highway transportation; 
to insure that such transportation shall be fully protected in its 
natural advantages and not be placed at any undue advantage or 
any undue disadvantage; to coordinate and improve the relations 
of all agencies of transportation, and to cooperate with the several 
states under the duly authorized officials thereof in the adminis- 
tration and the enforcement of the provisions of such legislation 

3 There should be no attempt to make arbitrary definition of 
what constitutes common or contract carriers, 

{ Motor traffic of a local nature should be provisionally ex- 
empted as follows: 

“Nor unless and to the extent that the regulatory authority shall 
from time to time find that such application is necessary to carry 
out the policy of regulation shall the provisions apply to the trans- 
portation by motor vehicle of persons or property in interstate or 
foreign commerce wholly within a municipality and its residential 
and industrial environs or wholly between two contiguous munici- 
palities or their environs or within a zone adjacent to and com- 
mercially a part of any such municipality or municipalities."’ 

5 A provision should be written in any bill requiring that the 
initial carrier shall be held liable for loss, damage, etc same as 
is now required of rail lines. 

6. An operator engaging in any part of interstate commerce 
should be required to obtain a certificate or permit. There should 
be a proviso to require issuance of a certificate when no adequate 
service of a like kind, i. e., of the same status, is available to meet 
all reasonable public demand, and that one person should be allowed 
to hold both a certificate and a permit. 

7. The Coordinator provision to revoke a certificate or permit 
could be used to unduly destroy property rights; your committee 
believes that no regulatory authority should be given such power 

8. That the suspension power in any law be limited to appli- 
cations filed on behalf of shippers or other motor truck transpor- 
tation agencies with the burden of proof on the party who files 
the tariffs to justify the propriety of the rates named therein. 

9. Your committee favors reciprocity between states, and the 
enactment of uniform state legislation governing the height, width 
and length, axle and wheel loads, speeds of motor freight carriers, 
along the general lines recommended by the American Association of 
State Highway Officials as minimum, 

10. Any regulatory bill should require all common carriers to 
arry full public liability, property damage, and cargo insurance 

11 In any regulatory bill which might be considered there 
should be no regulation of any corporations or persons operating 
their own vehicles, not for hire, in interstate commerce, but com- 
mon carriers should be regulated both with respect to maximum and 
minimum rates and contract carriers should be regulated only with 
respect to minimum rates, which minimum rates should be based 
upon the cost of transportation. 

12. In any regulatory bill there should be a ‘‘grandfather clause” 
to cover bona fide common carriers and contract carriers already in 
operation. 
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In concluding its report the highway transportation com. 
mittee made the following recommendation with respect to the 
filing of tariffs under the trucking code, pending federal regy. 
lation of a more positive order: 


We recommend that the trucking code authority adopt a 
requiring that all charges for for-hire truck transportation be filed 
with the code administration on a plan similar to the tariff filing 
requirements in connection with rail transportation, such require 
ment contemplating the filing of rates to be actually charged, + 
be enforced by the code administration; such filed rates to be mad 
accessible to the public in the customary manner of rail tariffs 


RATES AND GOVERNMENT CONTROL 
Editor The Traffic World: 

I have read with a great deal of interest an editorial 
The Traffic World of September 22, captioned “Government 
Ownership,” which has direct reference to a statement whic! 
I issued to the press a few days ago in which I stated that th 
National League of Commission Merchants intended to ascer 
tain at their next annual convention in Cincinnati, in January 
1935, if the members of our organization favored government 
ownership of railroads. 

It was gratifying to learn from your editorial that you ap 
prove the recommendations of our organization looking toward 
coordination of the various kinds of transport and a stisfactory 
national transportation policy. It was perfectly natural for you 
to imply that our statement with reference to government own 
ership might have been issued with a view to affecting the car 
riers and those who will have the responsibility of deciding 
whether higher rates shall be granted. In view of this implica 
tion it seems incumbent on me to issue a supplementary staté 
ment for the benefit of your readers. 

Since about 1930 I have observed an appreciable softening 
of opposition to the theory of government ownership of railroads 
among wholesale distributors of fresh fruits and vegetables. I! 
I appraise the causes correctly, it has been realization of th 
absolute necessity for a more rational ratio between freight 
rates and price levels in these perishable commodities and r 
sentment against the arrogant indifference of railroad executives 
to repeated appeals to them voluntarily to join with represent 
atives of this industry in a search for a more acceptable rat 
policy. 

As I have indicated in the statement released to the press 
I contemplate government ownership or control with no en 
thusiasm. In my field, government operation of the railroads 
Was not satisfactory to the shipper, but it was no more Ww 
satisfactory to many of our shippers than private operation 
has been since the roads were returned to the private owners 
after the war emergency. 

You would not be expected to know the details of the ne 
gotiations carried on by some of us in this industry, direct]! 
with the responsible officials of the principal railroads durins 
the last few years. The record is very clear and decidedl) 
voluminous. It discloses an astonishing inability, with rare ex 
ception, on the part of the railroad executives to think in terms 
other than those which were threadbare at the end of the nine 
teenth century. Personally, I entertain a profound doubt thal 
the acceptable solution to our railroad problem is government 
ownership or control. However, my profound conviction is that 
the remedy is not “higher freight rates.” On the contrary lowe! 
freight rates are absolutely essential in the perishable industry 
in order to reestablish an equitable relationship between freight 
rates and index commodity prices. 

I could write many pages to support my criticisms of 
ecutive railroad management such as we have labored under 
during the past few years. Much of the railroad traffic whic! 
has been diverted to motor trucks could and should have bee! 
retained by the railroads. Failure to visualize and anticipate 
the evolutionary trend has cost the railroads many millions 
of dollars of traffic which apparently in many cases is permé 
nently lost. 

Obviously, we are mainly interested in perishables, but 
what is true in our commodities is also true in other basic com 
modities. War time and post war emergency horizontal it 
creases have broken down classification relationships. Our com 
modities have weight and bulk but, relatively speaking, do not 
have value, and these horizontal increases have, in many !! 
stances, totally eliminated perishable commercial produciné 
deals. Little or no attempt has been made by the carriers t 
restore proper relationships referred to above. 

Returning to the subject of government ownership, it means 
little or nothing whether you or I like it or believe in it; the 
sentiment towards it is increasing, and whether, this sentiment 
is based on a profound belief in it or on a feeling of desper® 
tion, we are likely to have it unless the railroad executive mal 
agements inyoke a new policy more in keeping with the trend 
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of things and more likely to create a feeling of confidence among 
patrons and which does not now exist. 
George Lafbury, 
President, National League of Commission Merchants. 
Washington, D. C., Sept. 27, 1934. 


A CAUTION AND AN APPEAL 
Rditor The Traffic World: 

Caution against what may prove adverse to the best interest 
all concerned as a result of what seems to me misconceptions. 
{n appeal to all concerned to proceed with the utmost caution 
in our effort to work out a logical solution to our transportation 
problems. 

It is common knowledge that Congress is expected to make 
in effort, at its next session, to give us some sort of federal 
regulation of motor vehicle transportation service, both com- 
mon and contract type. I believe it is also common knowledge 
that an effort will be made to have Congress provide an authority 
other than the Interstate Commerce Commission to administer 
whatever regulatory law may be enacted. 

The second of the above two proposals comes from the 
fear, on the part of some, that the Commission, as presently 
constituted, has become “railminded.” I fail to appreciate just 
how such a conclusion has been reached by anyone. For almost 
fifty years the Commission has been dealing with transporta- 
tion of persons, intelligence, and property by rail, water, pipe 
line, wire and wireless, and various combinations of those 
ag I would say that the Commission may be “transporta- 
tion minded,” but I can’t see how it could become “railminded.” 
Recently it was relieved of its duties relative to the transporta- 
tion of intelligence. Presumably, it will, sooner or later, have 
the duty relative to the transportation of persons and property) 
by motor vehicle. 

Since the public must depend on the state for its transpor- 
tation service and, since, under our form of government, the 
state is not organized to finance or operate the service, but has 
to turn it to private enterprise, it necessarily follows that any 

ch service automatically becomes an agent of the state. Then 

ww can it be logically advocated that there should be a division 
of authority for the regulation and protection of the agents? It 
seems to me nothing could be more illogical or defeative of the 
welfare of the public, the state, or the agents. 

Those who know anything about it know that regulation 

the motor vehicle will result in national economic gain, pro- 
vided we get the right kind of regulation. Congressional com- 
mittee hearings are all very well and proper, but the record of 

h hearings never reflects a full public representation. The 
fault lies wholly with the public and is because of its innocent 
ignorance of such proceedings, Nevertheless, the records reflect 
nly the evidence of large private interests. The carriers’ 
evidence is usually presented by representatives who are under 
instructions from the legal department, No objection to that 
but, for the better information of the committee, I believe there 
should be representatives from the traffic departments, too, not 
as Witnesses to be examined, but representatives equipped to 
read into the record the exact position of the traffic departments 
and justification for such position. 

It is conceded that the motor vehicle is here to stay. No 
one can question there being a proper place for it, but there is 
a lot of question and difference of opinion as to that proper 
lace. I believe whenever it is accepted for what it is worth 
aS an improvement for the old transportation machine and the 
two operated cooperatively as one unit, most of the difficulty will 
have faded out. A part of its regulation will be gearing it to 
the old machine, so as to get the most and the best from both. 
The matter of rates seems to be the largest question. I be- 
lieve present practices are unsound. At the beginning the line 
{ least resistance was for the trucks to adopt rates already pub- 
lished by the rail carriers. Until reliable cost data shall be 
available I will be unable to determine whether rail rates are too 
or too low. Either way they are unfair to the public, to 

motor vehicles, and to competitive agents. 

lf the proposition that, regardless of the type of equipment, 

service offering itself to transport persons or property for 
ire ls an agent of the state, it obviously follows that, so far as 
practical, the same regulation should be provided for all and 

h regulation should be administered by one authority. 

The problem must be approached open mindedly and free 
m any selfish influences. The result to be attained is that 
public shall have maximum service at minimum reasonable 
oe Will C. Pike. 
‘uncie, Ind., September 24, 1934. 


TRUCKING CODE ACTIVITIES 


or 


With approximately 250,000 for-hire trucks registered under 
'rucking code, the National Code Authority for the Truck- 
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ing Industry is pressing prosecution of violators of the code, 
with particular attenton being given to non-registrants. State 
code authorities have been notified by the national code au 
thority to recommend prosecution in a few test cases. 

Subject to the approval of the NRA, the code authority has 
adopted instructions for the guidance of state code authorities 
in handling requests for exceptions to article 9, section 1, of 
the code which relates to preparation and use of freight bills, 
bills of lading, shipping orders, and other written memoranda 
in the transportation of property. State code authorities, under 
the instructions, should consider, in the first instance, whether 
compliance under the section would create a hardship because 
of the nature of the business; whether granting of an excep 
tion would create an unfair situation in comparison with other 
members of the industry, or whether the type of business car 
ried on by the applicant is such that non-observance would 
not destroy the proper administration of the code. 

The national code authority has approved the so-called cost 
formula, denominated the “measuring rod by which code au 
thorities will judge the sufficiency of rates."” The formula will 
not become effective, however, until the NRA has approved it. 


TRUCK REGULATION AND CODE 


Traffic directors at the automobile factories who use motor 
trucks for various services to supplement their extensive ship 
ping by rail, look askance at suggestions for additional federal 
laws that would affect trucking operations, according to James 
S. Marvin, of the National Automobile Chamber of Commerce, 
in a prepared interview. 

“There has been no lack of regulation,” said Mr. Marvin 
“Each state controls its highways and regulates the size, weight, 
and speed and determines the taxes and fees of motor vehicles 
Forty-two of the states undertake some control over rates In 
addition, we now have the trucking code, which is federal law, 
and it is difficult to see what could be accomplished in the inter 
est of the public by additional federal legislation, and how the 
code, which provides for rates at not less than cost as a measure 
of stability, could operate in harmony with additional super 
vision by the Interstate Commerce Commission. 

“The actual effect of the trucking code can not yet be ap 
praised. It has been a tremendous task to register 240,000 
trucks with data on their operations; but it will permit a study 
of the whole question, heretofore not available. It is also taking 
time to determine the cost formula on which to base rates, but 
this work is reported to be now about completed, 

“Obviously the only sound method of ascertaining the eco 
nomic position of the truck is in basing its charges on its costs 
Comparison with rail rates is misleading because of the dis 
similarity of trucking service and railroad service. The indi- 
viduality of trucking operations will probably never permit regu 
lation of its rates in as great detail as undertaken in railroad 
classifications and tariffs. 

“The improvements already accomplished in railroad serv 
ices, with the plans that have been undertaken to further con 
solidate their efforts, are encouraging to shippers who feel that 
the way is now clear for each type of service to find its place 
on a sound economic basis.” 





MOTOR TRANSPORT RATES 


An appeal to motor transport operators that they avoid over 
complication of their rate structures and that their rates be 
based on cost of service plus a fair profit, rather than related 
to charges of other transportation agencies, is made in a resolu- 
tion adopted at a meeting of the Industrial Traffic Council of 
the Chicago Association of Commerce September 24. The resolu- 
tion follows: 


That the Industrial Traffic Council of the Chicago Associatior 
Commerce recommends to the trucking industry that in the event they 
proceed under the codes of fair competition to establish rates for 
the transportation of property in an effort to stabilize the trucking 
industry and provide reasonable charges for the service performed, 
they give serious consideration to the following principles which the 
shippers feel are of paramount importance 

1. That no detailed classification of commodities based upon 
minute distinctions as to weight, value and risk be established, but 
that as nearly as possible one common rate be used for the transpor- 
tation of all less than carload freight with only a few exceptions on 
some of the exceedingly high valued or exceedingly bulky articles 
which should be based upon some definite relationship to the com- 
mon or basic charge. 

2. That in considering the level of rates to be charged, the motor 
carriers take into consideration all of the elements entering into the 
cost of motor transportation and base their charges upon cost plus 
reasonable profit but without any arbitrary relationship to the rates 
that may be charged on the same commodity by other transportation 
agencies. 


MOTOR TRANSPORT AND SAFETY 


The effects of trucks and busses on safety and movement of 
traffic on the highways are being considered by a special com- 
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mittee of the Chamber of Commerce of the United States ap- 
pointed to report on highway vehicle standards. The need for 
the greatest practicable uniformity of regulation among the 
states has been considered with reference to highway and traffic 
conditions in different areas. 

The committee’s study was undertaken in response to de 
mand from the chamber’s membership for a reasonable basis 
for eliminating wide diversity in which standards in adjacent 
states and sections of the country. The recommendations finally 
arrived at will, it is expected, be ready for consideration in con 
nection with the convening of legislatures early in 1935. 

With reference to the danger of wide vehicles on narrow 
highways, it is reported that the present tendency is to construct 
new two-lane highways twenty-four feet wide instead of sixteen 
to twenty feet as heretofore. It is pointed out, however, that 
very few highways have yet been built to the greater width. 
Maximum lengths of thirty-five feet for a single vehicle and 
15 feet for a combination of vehicles were considered, together 
with permissible wheel and axle loads and gross weights. Mem 
bers of the committee include David F. Edwards, chairman, 
president, Saco-Lowell Shops, Boston; William G. Fitzpatrick, 
vice-president, Eastern Michigan System, Detroit; Mark Graves, 
commissioner of taxation and finance, Albany; L. O. Head, presi 
dent, Railway Express Agency, Inc., New York; L. J. Larzelere, 
president, Farquhar Machinery Co., Jacksonville; P. W. Litch 
field, president, Goodyear Tire & Rubber Co., Akron; William T 
Nardin, president, Pet Milk Co., St. Louis; F. J. Wall, vice 
president, The New York, New Haven and Hartfrod Railroad, 
New Haven; Robbins B. Stoeckel, Hartford; A, H. Swayne, vice 
president, General Motors Corporation, New York; O. S. Warden, 
editor and publisher, Great Falls Tribune, Great Falls, Mont 


AVIATION INQUIRY 
The Trafic World Washington Bureau 


A suggestion that gradual coorination of airlines with other 
forms of transpdrtation should be considered was made by 
Eugene L. Vidal, director of air commerce of the Department 
of Commerce, this week at the hearings being held by the 
Federal Aviation Commission which Was appointed by President 
Roosevelt under the air mail act passed by the last Congress. 

“Since the older forms of transportation subject 
to change, it is logical not to attempt to ccordinate to any 
appreciable extent at this time the air transport system with 
that of the ground transport systems,” said he. “It would 
appear preferable to coordinate the other forms of transpor 
tation first, allowing more time for the development of a sounder 
airline system, later to coordinate this system with the ground 
systems. However, certain steps can be taken at this time, and 
very definitely so, such as making available to the airlines, 
terminal and other facilities having to do with ticket sales 
and passenger handling which would not add to the expense 
of the railroads or bus lines but would reduce traffic expense 
of the airline.” 

Director Vidal submitted a number of 
that he said should result in adding to revenue 
creasing expense to the airline industry, and shorten the time 
required for the establishment of a self-sustaining industry of 
value commercially and for national defense. He recommended 
that a trunk-feeder airline system should be planned and de- 
veloped; that more frequent and convenient schedules should 
be inaugurated; that passenger-mail services should include, 
wherever possible and practical, both express and local sched- 
ules; that an experiment should be made with a special dispatch 
class of air mail between cities but a few air hours apart with 
the view of obtaining more prompt delivery of air mail; that 
the mail pay or subsidy should be sufficient for the efficient 
operator or the route should be discontinued, and that if legis- 
lation as to air mail is considered that study be given to non- 
subsidy pay for mail carrying combined, where necessary, with 
a passenger subsidy as this method would provide an incentive 
for the development of passenger and express business and a 
more rapid development of the art; that competition should be 
encouraged where potential traffic is sufficient for more than 
one airline: that our foreign air system should be subsidized 
as long as necessary; that a government official should be 
assigned a directorship of air companies operating foreign serv- 
ices; that surplusses accruing as a result of a subsidy should 
be employed for expansion and new equipment; that a foreign 
air system expansion program should be decided upon for a 
period of at least five years and its probable cost provided; 
that aids to air navigation should be considered in any program; 
that as to airports every encouragement should be given to the 
construction of close-in landing facilities for airline operations 
at the larger cities and that construction of new airports and 
improvement of existing airports should be continued; that as 
to equipment transport planes should be developed by the gov- 
ernment, and that motors should be developed by the govern- 
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ment with federal appropriations for this experimental work: 
that airline pilot personnel should be increased; and that Re 
construction Finance Corporation loans should be approved for 
permanent air mail operator equipment purchases. 

Secretary of Commerce Roper in a statement to the com 
mission reviewed the duties devolving upon him under the 
air commerce act and, in a general way, the entire aviatio 
situation. 

“I do not believe that we have more than scratched the 
surface in realizing the potentialities and possibilities of avia 
tion development in the United States and I am confident that 
the work of this Federal Aviation Commission in formulating 
and recommending a comprehensive and well-rounded govern 
ment program will hasten the time when our people can take 
full advantage of aviation possibilities,” said he. 

“The transportation structure of our nation is divided into 
the four categories—land, sea, air and electrical communica 
tions. A proper program for any study of aviation should 
visualize our entire transportation structure. Historical lessons 
and experience should be kept primarily in mind for proper 
guidance in this great study. We are all familiar with the fa 
reaching and extremely perplexing railroad problems of today 
The aviation industry is now at that stage in its development 
which the railroads were in several decades ago. Aviation can 
profit immeasurably by the mistakes made in the development 
of our great railroad industry. If such a commission as this 
had functioned seventy-five years ago in formulating a national 
plan for railroad development, many of the problems of today 
would have been avoided through a carefully planned program 
It would have forestalled overdevelopment and overinvestment 
and, hence, prevented the serious emergency confronting us in 
many phases of the railroad situation today. 

“For instance, if we had recognized in the initial 
of our development the wisdom of building trunk lines with 
feeder lines, thus providing adequate commerce to sustain the 
lines under proper competitive arrangements and proper federal 
supervision of rates, we should today have a very prosperous 
transportation system rather than a condition destroyed by 
excessive competition. The study by your commission, there 
fore, should comprehend consideration of the errors previously 
made in the fields of land and sea transportation. * * *” 
conclusion that commissions in the past hav 
committees passing upon the problems of 
the hour and formulating a body of recommendations. In the 
light of past experience, I suggest that, after this commis 
sion's final recommendations are made, the commission should 
be maintained as a continuing body for a sufficient length of 
time to assist in the application of the recommendations which 
have made. Such continuity of action will guarantes 
maximum results. 

“If I may be permitted to coin a word, we need to ‘aeroize 
nation in a similar fashion to the manner in which the 
been ‘motorized.’ ” 


stages 


“It is my 
acted too much as 


been 


our 
nation has 
Louis R. Inwood, representing the Independent Aviation 
Operators of the United States, opposed placing the air trans 
port industry “under the domination of the Interstate Com 
merce Commission,” and recommended that all governmental 
regulations pertaining to aviation be vested in a single organi 
zation, preferably the Bureau of Air Commerce of the Depart- 
ment of Commerce. 
policy, including the 
of two experimental 
were submitted to 
National Advisory 


Recommendations for a national air 
construction by the federal government 
rigid airships for intercontinental service, 
the Federal Aviation Commission by the 
Committee for Aeronautics. G. W. Lewis, director of aero 
nautical research of the N. A. C. A., said it was believed ad- 
visable also for the government to encourage the private de- 
velopment and operation of large seaplanes for transoceanic and 
intercontinental transportation. 

The National Advisory Committee for Aeronautics expressed 
the belief “that it would be more ecoomical to provide vast in- 
tercontinental transportation by the use of airships and large 
seaplanes than to engage in the competition which is now tak- 
ing place among the nations of Europe in the building of high 
speed superships for their merchant marine.” 

Members of the commission questioned Director Lewis on 
seven broad recommendations for national aeronautical policy, 
outlined as follows: 


It is the opinion of the National Advisory Committee for Aero- 
nautics that the national aeronautical policy of the federal govern- 
ment should include provision at this time for: 

1, Military aviation under control of the War Department. 

2. Naval aviation under control of the Navy Department. 

3 Regulatory control of commercial aviation under the Depart- 
ment of Commerce, 

4. Encouragement of national and international air transportation 
lines, competently approved under a comprehensive plan of air line 
development, to serve the industrial and national defense needs of the 
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' Cash subsidies should be gradually decreased as the efficiency 
ircraft and the earnings of air lines permit 
Further development and application of the meteorological 
e of the Weather Bureau in aid of air navigation 
6. The increased use of aircraft by other agencies of the federal 
rnment having need for such service 
The continuous prosecution of fundamental scientific research 
the coordination of the research needs of military, naval, civil, 
ommercial aviation by the National Advisory Committee for 
iutics 


Discussing the advisability of coordination or consolida- 
in the development and operation of civil and military 
onautics, the N. A. C, A, said: 


the present state of aeronautical development military and 
aeronautics should be kept separate and distinct It is inad 
je to give either control over the other. To have military aircraft 


aximum military effectiveness, they must be designed and con 
ted solely to meet military requirements, and important military 
should not be sacrificed or compromised in order to meet the 
mic efficiency of civil and commercial aircraft On the other 
dt have civil and commercial aircraft of maximum eflicienc) 
fort, and safety, they must be designed and constructed without 
nposition of military factors. If it is desired that commercial 
tion ultimately become self-supporting in the United States, it 
be left free to develop maximum attainable efficiency 


Under questioning Mr. Lewis expressed the opinion it would 
be possible to develop planes capable of a speed of 400 miles 
in hour within the next three years if proper governmental 
appropriations were made available to advance experimental 
work now going on. Approximately one million dollars of appro- 

iations would be needed for the work, he said. Without such 
appropriations the development of planes capable of that speed 
would probably not come before a period of five years, he ex- 
plained. He said it would probably require three or four years 
and a million dollars of government appropriations to develop 
another type of service plane capable of doing 400 miles an hour 
with a range of four thousand miles and a load capacity of 


two tons, 


pl 


Such types of planes, he added, however, were economically 
ound commercially. 
The witness said the N. A, C. A. had unanimously agreed 
that the government should encourage the development of 
hter than air craft. 
W. R. Gregg, chief of the United States Weather Bureau, 
r describing the functions of the Weather Bureau in suppl) 
information for air services, said there would be no ad- 
antage in transferring operations of the Weather Bureau, now 
ler the Department of Agriculture, to the Bureau of Air 
Commerce of the Department of Commerce. The Weather 
Bureau would still have to cooperate with the Agricultural 
Department, he declared. Out of approximately three million 
dollars appropriated annually for Weather Bureau work about 
one million went to aviation weather observation operations, 
! said 
Second Assistant Postmaster General Harllee Branch, in 
harge of air mail activities, Was questioned at length by the 
commission members as to air mail phases of the aviation prob- 
lem. He said mail should be carried under specific contraets 
| expressed opposition to the Post Office Department simply 
ising available air service for transportation of the mails with- 
contracts. He contended that the Interstate Commerce 
Commission, under the recent air mail act, could not increase 
the rates of pay to contractors fixed in the existing contracts, 
inless Congress amended the act, but he admitted there was a 
opinion on that question. Asked whether the 
present air mail compensation was adequate, he pointed out 
that the rates were determined by competitive bidding and added 
that a number of the lines said they were not making a profit. 
He admitted, under questioning, that some of the operators 
might have submitted low bids in the hope of getting the rates 
raised later. He said the Post Office Department did not wish 
iir lines to “go broke.” 


AIR MAIL SERVICE 


. In accordance with the reuirements of the new air mail 
‘aw enacted by the last Congress, Postmaster General Farley 
has made official designation of the various domestie air mail 
routes operated throughout the United States. The law re- 
quires that the eastern and western coastal routes and the four 
transcontinental routes shall be designated as primary routes. 
The primary routes so provided by law are designated as 
Pate: 


i Ws 


rence of 


ii 
a e 


Bangor, Maine, to Miami, Fla., 
Maine: 


via Waterville, Augusta, and Port- 
Burlington, Montpelier, Barre, White River Junction, 
n Concord and Manchester, New Hampshire; Boston and 
gtield, Mass.; Providence, R. I.; Hartford and New Haven, Conn.:; 
York, N. ¥.; Newark, N. J.: Philadelphia, Pa.; Camden, N. J.: 
Richmond, Va.; Raleigh, N. C.; 
Savannah, Ga.; Jacksonville, Daytona 


rence and Charleston, S. C 


‘ h, Orlando, Lakelanf, Tampa and St. Petersburg, Fla. 


Seattle, Washington to San Diego, Calif., via Tacoma, Washington: 
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Portland and Medford, Oregon; Sacramento, Oakland, San Francisco, 
Fresno, Bakersfield and Los Angeles, Calif 

New York, N. Y., to Los Angeles, Calif., via Newark, N. J Phila- 
delphia, Pa.; Camden, N. J Harrisburg and Pittsburgh, Pa Colum- 
bus, Ohio; Indianapolis and Terre Haute, Ind St. Louis and Kansas 
City, Mo.; Wichita, Kansas; Amarillo, Texas; Albuquerque, New 
Mexico; and Winslow, Arizona 

New York, N. Y., and Washington, D. C., to Los Angeles, Calif 
via Newark, N. J Philadelphia, Pa Camden, N, J Baltimore, Md.; 
Washington, Db. C Charlottesville, Lynchburg and Roanoke, Va 
Bristol, Knoxville, Nashville and Memphis, Tenn Little Rock and 
Texarkana, Ark Dallas, Forth Worth, Abilene, Big Springs and El 
Paso, Texas; Douglas, Tucson and Phoenix, Arizona 

New York, N. Y., to San Francisco, Calif., via Newark, N. J., 
Cleveland and Toledo, Ohio; Chicago and Moline, Ill lowa City and 
Des Moines, Iowa; Omaha, Lincoln, Grand Island and North Platte, 
Nebr.; Cheyenne and Rock Springs, Wyoming; Salt Lake City, Utah 
Elko and Reno, Nevada; Sacramento and Oakland, Calif 

Washington, D. C., to Seattle, Washington, via Pittsburgh, Pa 


Akron, Youngstown and Cleveland, Ohio; Detroit, Pontiac Lansing, 
Grand Rapids and Muskegon, Mich.; Milwaukee, Wis.; Chicago, IIL; 
Madison, Wis Rochester, St Paul and Minneapolis, Minn Fargo, 


Grand Fork Pembina, Jamestown, Bismarck, Mandan and Dickinson, 
North Dakota; Glendive Mile City, Billings, Butte and Missoula, 
Mont.; Spokane and Wenatchee, Washington 

Secondary routes are designated as follows: 

Salt Lake City, Utah, to Seattle, Wash., via Boise, Idaho, Pendle 
ton and Portland, Ore Tacoma, Spokane and Pasco, Wash 

Great Falls, Mont., to San Diego, Calif via Helena, Mont Idaho 
Falls and Pocatello, Idaho Ogden and Salt Lake City, Utah: Las 
Vegas Nev.; and Los Angeles, Calif 

Billings, Mont., to El Paso, Texas, via Sheridan, Casper and Chey 
enne, Wyo., Denver, Colorado Springs, Pueblo and Trinidad, Colo.; 
Las Vegas, Santa Fe and Albuquerque, New Mexico 

St. Paul, Minn., and Bismarck-Mandan, N. D., Kansas City, Mo., 
via Minneapolis, Minn Aberdeen, Huron and Sioux Falls, South Da 
kota; Sioux City, lowa; Omaha, Nebraska and St. Joseph, Mo 

Chicago, Ill., to Dallas, Texas, via Kansas City, Mo., Wichita, 
Kans.; Ponca City and Oklahoma City, Okla and Fort Worth, Texas 

Amarillo to Brownsville, Texas, via Wichita Falls, Fort Worth, 
Waco, Houston, Galveston, Austin, San Antonio and Corpus Christi 

Chicago, Ill, to New Orleans, La., via Peoria and Springfield, IIL; 





St. Louis, Mo Memphis, Tenn Greenwood and Jackson, Miss 

Chicago, Ill., to Jacksonville, Fla., via Indianapolis, Ind.; Louis 
ville, Ky Nashville and Chattanooga, Tenn Atlanta and Macon, Ga 

Washington, D. C., to Chicago, Ill, via Charleston and Hunting 
ton, West Va Cincinnati, Ohio; and Indianapolis, Ind 

Charleston, S. C., to Dallas, Texas, via Columbia, South Carolina 
Augusta and Atlanta, Ga.; Birmingham Ala Meridian and Jackson, 
Mis Monroe and Shreveport, La and Tyler Texa 

New York, N. Y., to Houston, Texas, via Newark, N. J Phila- 
delphia, Pa Camden, N J Baltimore, Md Washington, D. C 
Richmond Va Greensboro and Charlotte, N. C.: Spartanburg and 
Greenville, S. C Atlanta, Ga Birminghar Montgomery and Mo 
bile Ala New Orleans, Baton Rouge and Lake Charles, La and 
Beaumont, Texas 

New York, N. Y and Chieago, Hl to Fort Worth, Texas, via 


Newark, N. J Scranton, Pa Elmira and Buffalo, N. Y¥ 


Detroit 


Ann Arbor, Jackson, Battle Creek, and Kalamazoo, Mich South 
Bend and Mishawaka, Ind Chicago, Peoria and Springfield, Ill; St 
Louis and Springfield, Mo.; Tulsa and Oklahoma City, Oklahoma 


Boston, Mass to Nashville, Tenn via Springfield, Mass Albany) 


Utica, Syracuse, Rochester and Buffalo, N. Y Cleveland, Columbus 
and Cincinnati, Ohio.; and Louisville, Ky 

Honolulu (T. H.) via Maalaea, Wailuku to Hil 

Honolulu to Lihue 


GAIN IN AIR EXPRESS 

A gain in air express amounting to twenty per cent resulted 
on United Air Lines in the last month as a result of the reduc- 
tion of express tariffs on all air lines in the United States 
Officials of the company reported a prompt increase following 
the lowering of rates August 15, and mid-September statistics 
provided by the air express division of the Railway Express 
Agency indicated a gain in express sent by plane. 


AIR TRANSPORT CODE 


Modifications in the provisions of the air transport code 
defining baggage and baggage rates, restricting issuance of 
passes, providing for giving of accurate air information and 
prohibiting deprecatory remarks about competitors were not 
opposed at the hearing held September 25 on the proposed changes 
before NRA Acting Deputy Administrator C, P, Clark (see Traffic 
World, Sept. 15, p. 413 Croil Hunter, vice-president and gen 
eral manager of Northwest Airlines, St. Paul, Minn., objected 
to limiting free baggage to 30 pounds a passenger and said he 
preferred a limit of 40 pounds as airlines might antagonize 
passengers with added charges as railroads offered free trans 
portation of “normal” baggage. Revision of some of the provi- 
sions, it was indicated, would be made for clarification purposes, 


MAIL CONTRACT INQUIRY 
The Post Office Department’s inquiry into air and ocean 
mail contracts in the foreign air mail service of the country 
will begin October 4 instead of October 1 as announced some 
time ago. Karl A. Crowley, solicitor for the department, will 
have charge of the inquiry which may result in cancellation or 
revision of existing contracts. 


EASTMAN SPEAKS AT SCRANTON 
Coordinator Eastman made an informal address September 
27 before the Chamber of Commerce of Scranton, Pa. 
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Ocean Shipping News 


OCEAN SHIPPING DEVELOPMENTS 
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ym full cargo trades closed a rather disappointing week 
in spite of reports that some divisions of the market might be 
expected to show improvement. Grain was dull, there was only 
one trans-Atlantic sugar fixture, no further coal charters were 
reported and other trades failed to develop anything of par- 
ticular interest. 

One grain fixture was reported, 37,000 quarters from 
Churchill to Birkenhead or London at 2s 9d with option for Barry 
or Hull at 3s for early October. 

The lone sugar fixture was a 6,000-ton steamer from cuba to 
United Kingdom-Continent for the first half of October, rate not 
mentioned. 

Time charters were entirely confined to the West Indies and 
Canadian trades. Rates in the West Indies division, however, 
showed no softening tendency, one vessel of 1,039 net tons hav- 
ing been engaged for a period of three months at $1.50 for 
September loading. 

Another scrap iron fixture appeared, a motorship of 3,492 
net tons from the Atlantic range to Japan on the basis of about 
13s 6d, f. i. o., for loading the middle of October. 

Among the miscellaneous fixtures were a 659 net ton steamer 
for pitch from the Great Lakes to the Continent at 24s for 
October-November, an American steamer of 2,894 net tons for 
grain and fruit in the intercoastal trade from Portland, Ore., to 
North of Hatteras, late October loading, and a reported fixture 
of a 665 net ton vessel from the Great Lakes to Norway with 
flour for October-November. 

In the tankers trade a 3,352 net ton steamer took a dirty 
cargo from the Gulf to North of Hatteras at 16 cents for Octo- 
ber. A motorship of 3,853 net tons was fixed for a clean cargo 
from Aruba, the Gulf or North of Hatteras to the Capetown- 
Lourenco Narques range, done on the basis of 14s if Aruba load- 
ing, for Nevember. On the Pacific Coast two dirty cargoes were 
taken from California to Japan, the first an 8,500 ton motorship 
at 10s 3d if one port of discharge and 10s 7%d if two ports, two 
loading ports. The other was an 11,000 ton vessel for one or 
two trips at 9s 6d for the first voyage and 9s 9d for the second, 
commencing in December. 

The program for the first annual marine exhibition to be 
held under the auspices of the Maritime Association of the Port 
of New York from November 12 to 24, has been announced by 
A. R. Risso, chairman of the committee on promotion and or- 
ganization. Civic Day will be observed November 12, with at- 
tendance and speeches by municipal authorities. November 13 
will be General Marine Contractors’ Day, under the auspices 
of the Marine Square Club, and November 14 will be Petroleum 
Day, with a meeting of the petroleum producers and dealers. 
November 15, Naval Architects’ Day will be celebrated under the 
auspices of the Society of Naval Architects and Marine Engi- 
neers. The Foreign Commerce Club of New York will have 
charge of the meeting November 16, to be known as Port of New 
York Day and the next day, Saturday, will be reserved for 
attendance of educational institutions, school children, and the 
general public. Army, Navy, and Coast Guard Day will be cele- 
brated November 19, and the Propeller Club of the United States, 
Port of New York, will preside November 20. November 21 the 
American Steamship Owners’ Association will have Marine 
Transportation Day; November 22 is set aside as International 
Day; November 23 as Shipbuilders’ and Repairers’ Day and the 
final day, November 24, will be for general attendance. 

It has been announced by the Brazilian Consulate that con- 
sular fees, beginning October 1, will be collected at the rate of 
$1.00 for each milreis gold as follows: consular invoices, 
value up to $1,000, $4.00 (4 milreis); each additional $500 or 
fraction, $1.00 (1 milreis); bills of lading $3.00 (3 milreis); pass- 
ports and legal documents, $4.00 (4 milreis). 


SANTA BARBARA HARBOR 

As a result of a review by the Board of Engineers for Rivers 
and Harbors of the reports on Santa Barbara Harbor, California, 
which was requested in a resolution of the Senate Committee on 
Commerce, adopted October 26, 1933, the Chief of Engineers has 
transmitted to the chairman of the Senate committee on com- 
merce, his recommendations that the federal government is war- 
ranted in maintaining the harbor which has been created at 
large cost by local interests. The recommendations provide that 
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if after a period of five years, experience shows that it is not 
possible to check the movement of sand at reasonable costs }\ 
dredging, the maintenance operations may be discontinued by the 
department and the project again reviewed by appropriate Con 
gressional action. The cost of maintenance is estimated at 
$30,000 per annum. 

The open roadstead forming the harbor has been improved 
by local interests by the construction of a substantial breakwater 
2,800 feet in length, which has provided a small harbor, par 
tially sheltered, along the waterfront of the city. The wor! 
was completed in 1928 at a cost reported to be $750,000. A 
heavy littoral movement of sand from west to east prevails at 
the locality, and the beach to the west of the breakwater has 
been built out nearly to its extremity, while the beaches to the 
east have been considerably cut away. No project for improve. 
ment has been authorized by Congress. The improvement ad- 
vocated by local interests is the extension of the breakwater 
system to form a fully protected harbor, and the construction otf 
a jetty to catch the sand that is now threatening to impair the 
usefulness of the harbor. 


FOREIGN TRADE ZONES 


Foreign trade zones and their meaning to the United States 
were discussed September 25 by Claudius T. Murchison, direc- 
tor of the Bureau of Foreign and Domestic Commerce of the 
Department of Commerce, in an address at a joint meeting of 
the Chamber of Commerce, the Free Port Committee, and the 
Kiwanis, Rotary and Lions Clubs of Staten Island. Legislation 
authorizing establishment of such zones in ports of the United 
States was passed by Congress at the last session. 

“The terms ‘free port’ and ‘foreign trade zones’ are synony 
mous, but the latter is preferred in the United States for it is 
believed to be less liable to misunderstandiing in this country,” 
said Mr. Murchison. “There is nothing in the establishment of 
such a port or zone which offends the principle of protection as 
it applies to customs. 

“As you know, for many years there has been a great pop- 
ular misconception in the minds of some of our people about 
so-called ‘free ports’ or ‘free zones.’ It has been assumed in 
some quarters that the setting up of such areas indicated that 
all imports through such zones could enter this country free of 
duty. Nothing could be further from the truth. The free port 
or free zone is merely an area set aside wherein such goods may 
be stored or utilized with domstic commodities in manufactur- 
ing processes. If the goods are re-exported to some foreign 
country, of course, no duty payment is involved. If, however, 
they cross the border line and come into competition with the 
products of American factories and farms they are subject to 
duty on the same basis as if they entered this country direct 

“More technically speaking, a foreign trade zone may be 
defined as an isolated, enclosed and political area in or adjacent 
to a port of entry without resident population, excepting admin- 
istrative personnel. Such a zone is furnished with the neces- 
sary facilities for loading, unloading, storing and manipulating 
merchandise, these facilities varying according to whether 4a 
zone is located inland or on the waterfront, In the area which 
comprises a zone merchandise may be unloaded, stored, broken 
up, repacked, assembled, distributed, sorted, graded, cleaned, 
mixed with foreign or domestic merchandise or otherwise 
manipulated and be exported and foreign merchandise may be 
sent into customs territory therefrom in the original package or 
otherwise, but when foreign merchandise is so sent from a zone 
into customs territory, it is subject to the laws and regulations 
affecting imported merchandise. In some zones abroad addi- 
tional operations are permitted, notably exhibiting and man- 
ufacturing. 

“A ‘foreign trade zone’ aims to foster the dealing in for- 
eign goods that are received not fer domestic consumption, but 
for reshipment to foreign markets, and for manipulation, in- 
cluding combining with domestic merchandise previous to ex- 
portation. 

“The policy of the United States has not been unfavorable 
to the kind of commerce which the foreign trade zone is de 
signed to promote. On the contrary, it has been the obvious 
intention of the government to relieve re-export trade from the 
restrictions incident to the administration of the customs laws 
and to that end three institutions have already been developed: 
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The bonded warehouse, where goods intended for reexport may 

tered and held free of duty. 

The bonded manufacturing warehouse, where without payment 

imported goods may be handled, altered or manufactured 

anit for export, either with or without the admixture of domestic 

ils and parts 

The drawback, which is a repayment of 99 per cent of the 

paid on imported goods when they are exported. 





The provision of these devices shows clearly that it has 
not been the intention of the United States government to place 
unnecessary obstacles in the way of its citizens engaged in re- 
export trade. That such obstacles have arisen results from the 
inadequacies of these devices wholly to relieve this trade from 
burdensome restrictions, * * * 


Arguments for Zones 


Those who advocate foreign trade zones expect that they 
will eliminate the cumbersome restrictions necessarily imposed 
on goods under customs supervision and will tend to attract 
increased transshipment trade to United States ports; that 
they will provide facilities for the maintenance and develop- 
ment of consignment markets for dutiable raw materials and 
for semi-manufactured goods, as well as for dutiable finished 
that they will overcome the inadequacy of a system 

bonded warehouses and drawbacks as regards the rehan- 
lling, conditioning and re-exportation of imports; and will also 
bviate the necessity of advancing large sums for bonds and 
luty payments, the expense of customs supervision, etc., as 
well as provide increased opportunity for earnings to Ameri- 
can bankers, insurance companies, forwarders, brokers and 


tners 


prod icts; 


The principal arguments usually advanced for the creation 
foreign trade zones are the development of transshipment 
trade and consignment markets. All great ports effect trans- 
shipment business. Ocean liners discharge, in addition to 
that cargo intended for domestic distribution through a given 
port, some cargo intended for shipment to other ports at which 
they do not call. Other liners which call at that given port 
are bound for the other ports in foreign countries to which 
the transshipment cargo ultimately is destined. These other 
essels unload such cargo and complete the transportation. From 
» shipping viewpoint there is a distinct advantage in having 
such cargo available. Transshipment business has been an 
portant factor in the development of some of the world’s 
ading ports. 

The foreign trade zones similarly is expected to be con- 
lucive to the building up of a broad consignment market for 
import and for re-export. In the free ports of European 
countries having protective tariff systems, and in the ports of 
the United Kingdom, which country prior to 1932 was largely 
na free trade basis, extensive consignment markets have been 
developed. Many grades of many commodities—raw materials 
nd semi-manufactured materials for use in manufacturing as 
Well as finished products—are shipped to the great entrepot 

rts in quantities large enough to permit of economical ocean 
shipment Grades and commodities found not to be suitable 
the trade of the domestic market can be re-exported with- 
seriouSly hampering customs facilities. American man- 
lacturers would benefit by having stocks of dutiable supplies 
readily accessible and could buy in quantities as needed with- 
it tying up the considerable sums of money now required for 
'rying large stocks, by reason of the non-existence of facili- 


f 


®s Of a consignment market in the United States. * * * 


it 


Situation Abroad 


is timely and interesting at this juncture to review the 
emporary situation in the United Kingdom. With the pass- 
ise of the import duties bill in 1932 that country parted ways 
With its long espoused policy of free trade through which it 
lad exempted from duties most of its imports and thereupon 
idopted a general system of protection. Shipping interests 
keenly alert to the possible consequences to transshipment and 
entrepot trade immediately sought measures to safeguard that 
(rade. Through their associations, the Liverpool Steamship 
Owners’ Association and the Chamber of Shipping of the United 
Kingdom, which together represent practically the entire British 
Shipping industry engaged in foreign trade, they reminded the 
sovernment that the Departmental Committee appointed by 
the Board of Trade to consider the position of the British ship- 
hg and shipbuilding industries after the war, had given the 
ng advice in 1918: 


his connection, reference must be made to the free port sys- 
evailing in many foreign countries. Should it be decided, 
for revenue or other purposes, to extend widely the range 

eS On imported articles, the question of creating similar free 
the United Kingdom would become a matter of pressing 

ce. It is essential that the position of the United Kingdom 

“ sreat transshipment and entrepot centre should not be impaired, 
best means of safeguarding these National interests would 
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undoubtedly be by the establishment of free customs areas on a large 


scale at the ports principally concerned. 


“Notwithstanding the opinion just read, the British gov- 
ernment has not seen fit thus far to provide for the establish 
ment of free ports or foreign trade zones. In reply to en- 
quiries on the subject, Mr. Runciman, president of the Board 
of Trade, has stated that the country will not embark on the 
continental system of free ports, since the whole of the geoz- 
raphy and arrangement of ports in the United Kingdom have 
grown up under another system. On the Continent, he said, 
free ports have been specially constructed. Mr. Runciman has 
further remarked, however, ‘we are making arrangements, and 
the customs are giving their attention to the matter now, 
whereby premises will be provided so that goods can pass 
through transshipment without undue delay, and we shall be 
able to handle that re-export traffic and the entrepot trade with- 
out any undue hampering of those who are engaged in it.’ 

“Mr. Chamberlain, Chancellor of the Exchequer, likewise 
is reported to have declared himself unconvinced of the ne- 
cessity of ‘free ports’ at this time, and to have said arrange 
ments carried out by the customs will be sufficient. 

“To illustrate the importance of re-export trade to the 
United Kingdom the Liverpool Steamship Owners’ Association 
has presented figures showing that that trade amounted to 9.7 
per cent of all imports and exports in 1931. In the two years 
following, that percentage declined slightly, to 9.1 per cent in 
1932, and 8.9 per cent in 1933. Whether this is traceable, how 
ever, to the newly established customs restrictions is an open 
question. 

“We all recognize that there are divergent views as to the 
value of ‘foreign trade zones,’ and whether or not there is an 
urgent need for such at this time may be a matter of debate 
As to whether these proposed zones would tend to rebuild gen- 
eral export trade and whether or not the attendant cost is jus 
tifiable, or, if carried out, would provide any more convenient 
facilities than are now provided by the existing bonded ware 
house system is a question to be answered after long study, In 
that connection it is noted that Secretary Roper, in a state- 
ment to the ways and means committee, said: “There may be 
some doubt whether the establishment of foreign trade zones 
is as urgent at this time’ (as just after the World War when 
foreign trade was heavy). 

“The extent to which foreign trade zones may be developed 
in the United States cannot be foretold with assurance or with 
exactitude. Ports that are strategically located, that are cos- 
mopolitan in character and that sustain world-wide shipping 
connections naturally will benefit more than others. Even these 
ports, however, will not be freed of limitations, notably those 
arising out of trade policies of foreign governments concerned. 
Some governments already have taken effective measures to 
divert trade to direct channels or to retain it therein. Whether 
other governments will follow suit remains to be seen; as the 
matter comes before them for consideration they will be in- 
fluenced, no doubt, by the degree of practicability in 
instance. 

“Another factor that free ports or foreign trade zones will 
have to reckon with is the growth of direct line connections 
between the ports of the world. Through normal expansion 
and through subsidies these connections have become more ex- 
tensive, frequent and regular than they were a decade or two 
ago, a fact which undoubtedly accounts in part for the steady 
decline in the re-export trade of the United Kingdom from 15.7 
per cent of the total trade in 1913 to 8.9 per cent in 1933. 

“IT have not attempted to do anything more than reconstruct 
here a picture of the mechanics of this situation. Before de 
ciding a question of policy it is necessary that we first have a 
thorough knowledge of the groundwork. That knowledge must 
be aside and apart from the weaknesses of human prejudices 
and the influence of special conditions. It must be basic fact 
fair and intelligent, forthright.” 


ROPER MERGES SHIP BUREAUS 


The Bureau of Navigation and Steamboat Inspection in the 
Department of Commerce have been consolidated by Secretary 
Roper and Joseph B. Weaver, deputy administrator for ship- 
building and shipping in the National Recovery Administration, 
has been made head of the united bureaus under the title of 
Director of Navigation and Steamboat Inspection In announc 
ing the consolidation and appointment of a head for the merged 
bureaus, Mr. Roper said: 


each 





For some time the department has been contemplating the ap- 
pointment of a head for this unit but the pressure of other organi- 
zation work has prevented this action up to the present time In 
the meanwhile I have been seeking for the head of this unit a high 
class marine engineer and architect. Such a man has now been 
found in the person of Joseph B. Weaver. Accordingly, effective 
September 22, 1934, I have appointed Mr. Weaver as director of 
this bureau in accordance with the plans long since formulated. 
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No change in the duties, responsibilities or position will be made 
in the case of the two former heads of the consolidated bureau, 
Arthur J. Tyrer and Dickerson N. Hoover. The change consists 
simply in the appointment of a head for the consolidated bureau 
as contemplated at the time of the consolidation in August, 1932. 

Mr. Weaver has been serving since February 1, 1934, as deputy 
administrator for shipbuilding and shipping in the National Recovery 
Administration. The selection of Mr. Weaver was made_ several 
weeks ago and his appointment has become effective upon his com- 
pleting arrangements to retire from the NRA and take up his new 
work. 

Mr. Weaver was born in Philadelphia in 1880. He entered Cor- 
nell University in 1898 and was graduated in 1902 with the degree 
of mechanical engineering, with special mention in marine engineer- 
ing and naval architecture. 

As an engineer Mr. Weaver served in executive positions 
with the Newport News Shipbuilding and Drydock Co., Harlan 
& Hollingsworth Shipbuilding Co., Bethlehem Shipbuilding Co., 
and vice-president of the Pullman Co. in charge of technical 
matters. In 1922 he resigned that place to engage in consulting 
engineering work, with offices in New York and London and 
activities in Norway, Sweden, Denmark, Germany, Portugal, Italy 
and Russia, relinquishing that sort of work in 1934 to become 
deputy administrator in the NRA. 





DRY GOATSKINS 

In Shipping Board Bureau Docket No. 153, Edmond Weil, 
Inc., New York, vs. Italian Line, New York, the complainant 
attacks charges on dry goatskins from New York to Naples, 
Italy, alleging that on a returned shipment of five bales the 
charges were $70.30 while the charges on the same shipment 
which moved from Naples to New York were $31.75. Other 
steamship lines, it is alleged, have a tariff provision that “on 
foreign goods returned, the exportation rate should be the same 
as the importation freight rate.” A cease and desist order, law- 
ful rates and reparation are asked. 


IMPROVEMENT OF WATERWAYS 


The Secretary of War has approved the following allotment 
of funds: Chester River, Md., $11,500. 





SHIPPING BUREAU HEARINGS 


H. S. Brown, acting chief of the division of regulation of 
the Shipping Board Bureau, Department of Commerce, has as- 
signed for hearing at the Maritime Exchange, 80 Broad Street, 
New York, N. Y., 10 a. m., October 3, before Chief Examiner 
M. G. de Quevedo, the following dockets: No. 149, westbound 
intercoastal rates on dates, figs and citrus fruit peel; No. 150, 
eastbound intercoastal rates on squash seed; and No, 151, east- 
bound intercoastal rates on oranges, lemons and grapefruit. 
These dockets relate to the matter covered by suspension or- 
ders Nos, 28, 29 and 30. (See Traffic World, Sept. 22, p. 451.) 





COMMERCE AND U. S. SHIPS 

In the six months ended with June American vessels car- 
ried 36 per cent, by value, of the domestic exports in the water- 
borne foreign trade of the United States, as against 36.8 in the 
corresponding period of 1933, according to the monthly summary 
of foreign commerce issued by the Department of Commerce. 
Of imports for consumption American vessels carried, by value, 
37.6 per cent in the first six months this year as against 37.7 
per cent of general imports in the corresponding period of last 
year. 


SERVICE TO THE CARIBBEAN 

James Craig Peacock, director of the Shipping Board 
Bureau, has announced approval by the Secretary of Commerce, 
under section 15, shipping act, 1916, of an agreement between 
the Ocean Dominion Steamship Company and the American 
Scantic Line in which their separate services from North 
Atlantic ports to ports in the Virgin Islands, Leeward and Wind- 
ward Islands, Trinidad, eastern Venezuela and British, Dutch 
and French Guianas are to be discontinued. In their stead a 
service to these points is to be operated under the manage- 
ment of a new corporation, the American Caribbean Line, Inc. 








COMPLAINTS AGAINST SHEPARD LINE 


In Shipping Board Bureau Docket No. 152, the Arrow Line, 
the Calmar Line, the Dollar Steamship Lines, the Grace Line, 
the Luckenbach Line, the McCormick Line, the Panama Pacific 
Line and the Quaker Line have filed a complaint against the 
Shepard Steamship Co. asking the bureau to enter upon an im- 
mediate investigation of the rates and practices of the Shepard 
Line and that its tariffs, SB-I No. 1 and SB-I No. 2, be declared 
unlawful and canceled and that for the future the rates and 
charges of the Shepard Line be held unduly prejudicial and 
unreasonable to the extent that they are lower than the rates 
of complainants as now on file with the bureau or as the latter 
may be lawfully changed from time to time, in the interest of 


The Traffic World 


Vol. LIV, No. 1; 


a stabilized rate structure. It is alleged that the tariffs desis 
nated, carrying rates lower than those of complainants, we, 
published for the purpose of obtaining an undue proportion 9; 
intercoastal cargoes. 

In Shipping Board Bureau Docket No. 154 the Americap 
Hawaiian Steamship Co. and the Williams Steamship Corporatio; 
make similar allegations against the Shepard Line and ask fo, 
similar relief. 


JERSEY LIGHTERAGE CASES 

An allowance of ten days more in which to reach a concly 
sion as to how they shall remove undue prejudice has bee; 
made by the Commission to the railroads in No. 22824, State oj 
New Jersey vs. New York Central et al., and No. 23040, Ney 
Jersey Traffic Advisory Committee vs. Same, known as th, 
Jersey lighterage cases. The Commission has postponed th. 
effective date of its orders from November 3 to November 
(see Traffic World, August 4, p. 174). The allowance was mad 
upon petition of the railroads in which they said they needed 
more time in which to reach a conclusion as to how they would 
comply with the requirement to remove undue prejudice. They 
did not say what difficulties they had encountered. 

The requirement is that the railroads give the complainants 
the same grouping, as to free lighterage on domestic traffic t 
and from New England as on domestic traffic to and from the 
west. Compliance could be made by extending the free lighte: 
age zone as to domestic traffic from and to New England, or the 
elimination of all free lighterage within the New York zone o1 
domestic traffic coming from points more than 100 miles from 
the New York zone. 

It is understood that the carriers involved have been ir 
serious disagreement on several phases of the matter. The) 
hope, however, to reach an agreement within a short time enab 
ing them to file tariffs effective not later than November 
Their chief difficulty, it is understood, is to find a scheme 
whereby they can prevent the spread of free lighterage beyond 
the territory they must add to the free zone or, in the alterna 
tive, eliminate the free zone entirely, which up to this time, o1 
account of competitive conditions, has been regarded as im 
possible. 





WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Department of Commerce on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended 


Agreements Approved 

Agreement No. 3351 between Nippon Yusen Kaisha and The New 
York and Porto Rico Steamship Company covering the transporta- 
tion of general cargo, except certain specified commodities, © 
through bills of lading from Japan and China to Puerto Rico, trans- 
shipped at New York or New Orleans. This agreement supersedes 
and cancels Agreement No. 2710. 

Agreement No. 3381 between Calmar Steamship Corporation an¢ 
Larkin Transportation Company covering the transportation of cars 
on through bills of lading between U. S. Atlantic coast ports and 
Stockton, and from Sacramento to U. S. Atlantic coast ports, tals- 
shipped at San Francisco. ‘ 

Agreement No. 3387 between States Steamship Company 4lt 
The Harkins Transportation Company covering the transportation 
flour, canned salmon and plywood on through bills of lading from 
Astoria and Longview to U. S.#Atlantic coast ports, transshipped 4 
Portland. ; , 

Agreement No. 3397 between Calmar Steamship Corporation ane 
Richmond Navigation and Improvement Company covering the trans- 
portation of cargo on through bills of lading between U. 8S. Atlant 
coast ports and Richmond, Calif., transshipped at San Francisct 

Agreement No. 3405 between The Atlantic & Caribbean Steam 
Navigation Company and The New York & Porto Rico Steamsh!| 
Company covering the transportation of general cargo on throug” 
bills of lading from Venezuela and Dutch West Indies to U. 8S. GY 
ports, transshipped at San Juan, Puerto Rico. ; 

Agreement No. 3407 between Calmar Steamship Corporation % 
Nelson Steamship Company covering the transportation of © 
under through bills of lading between U. S. Pacific ports and U. 
Atlantic ports, transshipped at San Francisco or Los Angeles har- 
bor. This agreement supersedes and cancels Agreement No. 9-5! 

Agreement No. 3413 between Luckenbach Steamship Compan) 
Inc., and the Crowley Launch & Tugboat Company covering. the 
transportation of. cargo under through bills of lading from U, 5 
Atlantic ports to Mare Island, Calif., transshipped at San Fran- 
cisco o 
Agreement No. 3421 between Nippon Yusen Kaisha and The New 
York and Porto Rico Steamship Company covering the transportatio” 
of certain specified commodities on through bills of lading from 
Japan and China to Puerto Rico, transshipped at New York _or Ne 
Orleans. This agreement supersedes and cancels Agreement No 2711 

Agreement Ne 3422 between The New York and Porto Rico 
Steamship Compahy and Bull Insular Line, Inc., covering the trans- 
portation’ of general cargo on through bills of lading from New 
Orleans; Mobile, and Tampa to the Virgin Islands, transshipped 4! 
San Juan, Puerto Rico. oO 

Agreement No, 3453 between the Ocean Dominion Steamship Vor- 
poration and the American Scantic Line, Inc., covering the with- 
drawal of the Services of these companies from the trade betwee! 
’. S. North Atlantic ports and ports in the Virgin Islands, Leeward, 
and Windward Islands, Trinidad, eastern part of Venezuela, and the 
Guianas (British, Duluth, and French), and the formation of the Amer 
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ican Caribbean Line, Inc., which will establish a new service be- 
tween these ports. 


Agreements Modified 


Agreement No. 2751 between Nippon Yusen Kaisha and Bull 
insular Line, Inc., covering the transportation certain specified 
commodities on through bills of lading from China and Japan to 
Puerto Rico via New York. Modification provides for the inclusion 
enamelware aS a commodity to be transported thereunder. 
Agreement No. 3085 between Nelson Steamship Company and 
Bay Cities Transportation Company covering the transportation of 
argo under through bills of lading between U. S. Atlantic ports and 
Oakland, Alameda, and Richmond via San Fyancisco. Modification 
provides for the inclusion of rates on commbddities not previously 

ded for, which will accrue to the Bay Cities Transportation 
Company as their proportion of the through rate. 

Agreement No. 3186 between Sudden & Christenson and Bay 
Cities Transportation Company covering the transportation of cargo 
inder through bills of lading between U. S. Atlaritic ports and Oak- 
land, Alameda, and Richmond via San Francisco. Modification pro- 
vides for the inclusion of rates on commodities not previously pro- 
vided for, which will accrue to the Bay Cities Transportation Com- 
pany as their proportion of the through rate. 

Conference Agreement No, 120-11 between member lines of the 
s-Atlantic Passenger Conference in respect to fares and condi- 


f 


{Tal 

tions to be applied in connection with cruises from New York to Africa 
nd South America and return to New York between January 1 and 
April 30, 1935. 


Conference Agreement No. 131-45 between member lines of the 
Trans-Pacific Passenger Conference permitting member lines to quote 
round-trip fares at one and one-half times the published one-way 
tariff fares for transportation of delegates to the Fifth Pacific Rotary 
Conference in Manila; sale of tickets to be restricted to period from 
January 20 to February 20, 1935, inclusive. 


Agreements Cancelled 


Agreement No. 647, as modified, between Swayne & Hoyt, Ltd., 
and American Fruit & Steamship Corporation covering the transpor- 
tation of coffee from Vera Cruz, Mexico, to Pacific coast ports, trans- 
shipped at New Orleans. 

Agreement No. 2710 between The New York & Porto Rico Steam- 

p Company and Nippon Yusen Kaisha covering the transportation 
f general cargo, except specified commodities, on through bills of 

ding from Japan and China to Puerto Rican ports, transshipped 
t New York. 

Agreement No. 2711 between The New York & Porto Rico Steam- 

Company and Nippon Yusen Kaisha covering the transporta- 

of specified commodities on through bills of lading from Japan 
and China to Puerto Rican ports, transshipped at New York. 

Agreement No. 3043 between Calmar Steamship Corporation and 
Los Angeles-Long Beach Despatch Line covering the through trans- 

rtation of cargo between U. S. Pacific ports and U. S. Atlantic 
rts, transshipped at San Francisco or Los Angeles harbor. 

Agreement No. 3287 between Calmar Steamship Corporation and 
Nelson Steamship Company covering the transportation of cargo 

ler through bills of lading between WU. S. Pacific coast ports and 

S. Atlantic ports, transshipped at San Francisco or Los Angeles 


arhe r 


The following agreement was approved without prejudice to 
a determination of the rights and obligations of the terms of 
a contract between the United States Lines Company and the 
Unted States of America, dated October 30, 1931, and the terms 
of a contract between the Southgate-Nelson Corporation and the 
United States of America, dated August 6, 1930, as amended: 


Agreement No. 3341 between Panama Mail Steamship Company 
(Grace Line) and United States Lines Company (United States Lines) 
¢ ring the transportation of general cargo on through bills of 
from Pacific coast ports to Liverpool and Manchester, Eng- 
ransshipped at New York. 





BARGE-RAIL ROUTES AND RATES 


The Trafic World Washington Burcan 


Formal complaints by three groups of carriers and two in- 
vestigation and suspension docket proceedings initiated by the 
Commission, it is believed, will result in a thorough inquiry by 
the regulating body into the ramifications of barge-rail rates 
established by it on petition of the government and other barge 
‘ines. The formal complaints, made public by the Commis- 
sion on September 24, are No. 26679, Allegheny & South Side 
Railway Co. et al. vs. American Barge Line Co.; No. 26680, 
Akron, Canton & Youngstown et al. vs. Inland Waterways Cor- 
poration; and No. 26681, Alton et al. vs. Mississippi Valley 
Barge Line Co. Filing of those complaints was in accordance 
with the notice given by the railroads in a petition for the 
reopening of cases in which the Commission prescribed barge- 
rail rates. (See Traffic World, September 22, p. 451.) 


The investigation and suspension cases are I. and 8S. No. 
4032, cotton from Arkansas by rail-barge-rai]l routes and I. and 
S. No. 4033, barge-rail rates on green and roasted coffee. (See 
Traffic World, September 22, p. 452.) 


. The great question, in those cases, according to the general 
hought, will be how much cheaper, if any, is transportation by 
barge than by rail and if it is not any cheaper whether the 
public interest is served by compelling railroads to join in 
‘trough route and joint rate arrangements at Tess than the all- 
rail rates between given points. That question does not arise, 
ti might be suggested, in connection with rail-barge rates be- 
tween a point on a rail’oad and a point not on a railroad. In 
such a situation there would be no reason, it would appear, 
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why a railroad should be required to join in a rate between 
such points for less than its full rate to and from the port of 
interchange. If by reason of barge competition between the 
port of receipt and the destination on the waterway, the barge 
line might be compelled to keep its rate lower than it would make 
it in the absence of competition, any shrink in the joint rate 
below the sum of the locals of the railroad and the barge line, 
it is believed, would have to be borne by the barge line. 

A question of almost if not wholly of like importance is 
as to whether when the railroads cut their rates to meet barge 
and motor competition they shall be required to participate in 
joint rates with the barge lines differentially lower than the 
reduced all-rail rates. 

Throughout the Mississippi Valley and in adjoining parts 
of southern and southwestern territories and to New England 
the railroads, two years ago, made great reductions in their 
rates on cotton to meet competition set up by trucks hauling to 
river landings and barge beyond. They changed the basis from 
any-quantity to carloads, in many instances, and made the car- 
load rates extend back to the points of origin. Thereby they 
regained some of the traffic that had been taken from them by 
trucks and barges. 


After the Commission had considered the protests of the 
truck and barge interests it came to the conelusion that the 
reduced carload rates yielded the railroads something more than 
cost and that therefore they were not unlawful. When the 
roads had put into effect the reduced all-rail rates the barge 
lines asked for joint rates less than the all-rail rates and the 
Commission ordered the establishment of such rates, although it 
did not require them to be made on the customary formula of 
twenty per cent off the rail rates between the ports of receipt 
and discharge. The percentage off was less than that. 


In their formal complaints the railroads alleged, among 
other things, that the maintenanee of the differentials on the 
basis as fixed in the Commission’s orders “jeopardizes the ability 
of these complainants to maintain an adequate system of trans- 
portation by railroad.” 


According to the view of the railroads their rates, made to 
meet water and truck competition, are so low that joint rates 
differentially lower than the all-rail rates leave so little for 
them that, in effect, their prescription by the Commission is 
a requirement that they perform service at or below cost, which 
is unlawful. 

The Supreme Court in Southern Railway vs. St. Louis Hay 
Co., 214 U. S. 297 (29 S. Ct. Rep. 678) definitely held that the 
Commission could not require a railroad to perform any service 
for cost but had to allow some profit. That was a reparation 
case in which the Commission prescribed a charge the railroad 
company might make for stopping hay in transit equal to the 
cost of performing the service, without allowance for profit. 
The theory of the Commission was that the stopping in transit 
was not something that could be required but that if the service 
was rendered the shipper was entitled to have it performed at 
cost. Later the Commission changed its mind and allowed fifty 
per cent more. 


MONEY FOR ADJUSTMENT BOARD 


An allotment of $200,000 to the National Mediation Board 
to meet expenses of the National Railroad Adjustment Board 
until June 30, 1935, was announced September 27 by the Public 
Works Administraton. ° 

The allotment, made by direction of an executive order, 
stipulates that the amounts expended shall be reimbursed to 
the PWA appropriation if and when Congress makes an appro- 
priation for such expenses. 

The Railroad Adjustment Board was created by the rail- 
way labor act amendment passed at the last session of Con- 
gress but no appropriation was made for its expenses. The 
act provides that the Mediation Board shall pay the salaries 
of assistants the Adjustment Board may employ. The salaries 
of the members of the Adjustment Board are paid by the rail- 
roads and the employe organizations selecting them. Whether 
or not the money allotted by the PWA could be used for rent 
by the Adjustment Board—the Comptroller General having 
raised a question as to such use of the money—was yet to be 
determined, it was stated when the PWA announcement was 
made. 





REPRESENTATION OF BMPLOYES 


The National Mediation Board has certified that the Inter- 
national Longshoremen’s Association Local No. 1352 has been 
duly designated and authorized to represent the employes of 
the Peppard and Fulton Company, contractors operating ore 
dock at Superior, Wis., for the Great Northern Railroad Com- 
pany. 
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I. C. C. PRACTITIONERS MEET 


That practitioners before the Interstate Commerce Commis- 
sion will have an opportunity for public service, “such as has 
not existed for many years,” in the immediate future was de- 
clared to be a probability by Walter R. McFarland, general 
counsel of the Burlington and president of the Association of 
Practitioners before the Interstate Commerce Commission, at 
the fifth annual meeting of the association, which opened in 
Chicago September 27. His subject was “The Future of Prac- 
tice Before the Interstate Commerce Commission,” and in that 
connection he reviewed the existing transportation situation 
and “anticipated” developments of the next five years. 

The unusual opportunity for public service would come, he 

held, in assisting the Commission to solve the many perplex- 
ing problems that would be laid at its door with passage of 
legislation for the regulation of all forms of transportation. 
He expressed the opinion that such legislation was inevitable 
and that it would probably be passed by Congress in the imme- 
diate future. One result of that, as he viewed the matter, was 
that regulatory problems would be vastly changed and that 
routine preparation of cases “along time honored lines will not 
suffice in cases which involve rates of several different types 
of carriers.” 
; The meeting in Chicago was the first to be held out of 
Washington since organization of the Association, and was at- 
tended by some two hundred members. The address of wel- 
come was made by Major Chester L. Fordney, connected with 
A Century of Progress, the Chicago world’s fair. 

The subject that aroused the most discussion the first day 
of the meeting had to do with establishment of formal require- 
ments for admission to the bar of the Commission. That came 
up in connection with submission of a resolution, similar to 
such as have been submitted at former meetings of the asso- 
ciation, calling on the Commission to establish a written exam- 
ination to test the qualifications of applicants for admission. 
It was asserted that “the barn door is wide open” at present 
so far as admission to practice was concerned, and the opinion 
was expressed that, with passage of legislation bringing high- 
way and waterway transportation under Commission regula- 
tion, the situation would be much worse. Discussion of sug- 
gested changes in the code of ethics of the profession, com- 
mittee reports, and two prepared addresses occupied the rest 
of the day. 

Approaching the subject of probable developments in trans- 
portation in the next five years somewhat apologetically, 
President McFarland asserted that there were “certain rather 
definite trends” concerning the outcome of which it might prove 
profitable to speculate. He said there was every reason to 
believe that the existing surplus of transportation facilities 
was not a permanent feature of the transportation situation 
and that, though the present situation in the transportation 
field was rather discouraging, “with reasonably intelligent treat- 
ment this situation will not continue.” 


Government Ownership 


Discussing the possibility of government ownership as a 
solution of existing difficulties of the railroads, he said he 
would content himself with referring to the first report of 
Coordinator Eastman, in which the Coordinator said that “on 
the whole, there is now little public support in public opinion 
for public ownership and operation.” However, a number of 
alternatives of full public ownership and operation were briefly 
reviewed by Mr. McFarland, with the conclusion: “The most 
likely plan would be an arrangement whereby some government 
agency, such as the Reconstruction Finance Corporation, would 
purchase from railroads some form of securities, in much the 
same manner as was done with the national banks. The ar- 
rangement might contemplate that, in certain contingencies, 
the government owned securities would have a controlling vote.” 

In any event, he said, it seemed reasonably certain that 
there would still be need for a quasi-judicial agency such as 
the Commission to protect the public interest as to rates and 
services, and so a continuing need for practitioners. He was of the 
opinion, however, that, though there might be greater govern- 
ment participation in the affairs of the carriers, the essential 
element of the future picture was that of enlarged power of the 
Commission, giving it control of all agencies of transportation, 
with little prospect of a relaxation of its control over the rail- 
roads—this rather than any of the possible varieties of govern- 
ment “ownership.” 

“There will be federal regulation of the principal agencies 
of transportation,” de declared. “This will be so regardless of 
whether there is government ownership and operation of rail- 
roads and other forms of transportation, although such owner- 
ship and operation would affect the extent and nature of the 
regulation. The American people have been used to securing 
a full hearing before an impartial tribunal and would not be 
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satisfied to let some administrative officer or board decide upon 
a course of action, and then review the reasonableness and pro. 
priety of its own action. Nothing short of an independent reviey 
will satisfy the public.” 

Continuing, he spoke as follows: 


It is highly probable that regulation will be centered in the I; 
terstate Commerce Commission. Without endeavoring to eulogiz 
the Commission for performing its difficult work in administering 
laws whose standards usually are that certain action shall be con 
patible with the public interest, or is permitted by public convenienc 
and necessity, or is not unreasonable or unduly prejudicial, it may be 
said that the Commission has a long and honorable record and, I ly 
lievet enjoys the confidence of the public It has operated so | 
that it has carved a niche for itself in governmental activities 

The non-partisan organization of the Commission, the relative 
secure tenure of office of the Commissioners and their subordinate 
and the care exercised in the selection and promotion of the subord 
nate officials have combined to produce an established institu 
with traditions of service and a trained personnel. It is possible 
there may be a permanent Federal Coordinator of Transportati 
but, if so, it would not greatly affect the regulatory functions of t 
Commission, which are those in which the members of this associat 
are primarily interested. 

The precise extent of federal regulation of the various transport 
tion agencies cannot be foretold. Some suggestions have been mad 
that regulation of railroads be relaxed, but there is nothing in our 
past experience to warrant the belief that this will be done in a swee; 
ing way unless there is some great political reaction against the ex 
tension of governmental power over industry There is no reason t 
believe that laws providing for transportation regulation have reach 
or will reach in our lifetime, permanent form, but it is probable that 
regulation of all agencies of transportation will continue to develo 
on the ‘‘trial and error’ plan, changes in specific section of the law 
being made from time to time to meet changing conditions 

The various changes in the law will tend to stabilize conditior 
in the transportation world. While the necessity for publishing a: 
observing rates may interfere with the more speculative enterprises 
it seems probable that, once the new conditions are accepted, it 
improve the situation for all agencies of transportation, as well as f 
industry in general. The hopes or fears, as the case may be, th 
regulation by the Commission will be in the interest of railroads a 
hostile to highway or other carriers, are alike unfounded There 
nothing in the history of the Commission's regulation of pipe 
and water carriers, including the barge lines, to warrant any belie 
that it will favor any particular form of transportation, Motor ¢ 
riers perform many useful functions and are here to stay. Restr 
tions upon their development or operation are much more likely 
result from police regulations of the various states designed to pr 
tect the public in the use of the highways than from any forn 
rate regulation da 

In our anticipation of what is to come, we must bear in mind 
that, in the long run, the general public must pay the cost of mai 
taining tne entire transportation system, including all Kinds of trans 
portation; and that the public is going to have the kind of transpor 
tation it desires. Ordinarily we associate “‘economy’’ with the te! 
“efliciency,’’ but this association does not necessarily occur. In « 
sense, it might be most efficient to require the public always to | 
the cheapest transportation, to use the cheapest materials, and 
patronize the nearest source of supply, regardless of convenience 
quality. We know, as a practical matter, that we are not as a nat 
particularly economical, but, on the other hand, desire to secure 
best in every line of service or material whenever possible. It 
well be that, in the broadest sense, the highest efficiency lies in suy 
plying the public with what it wants at reasonable cost, rather tha 
attempting to restrict the public to a cheaper but less satisfactor 
substitute 

The extension of the Commission's jurisdiction to all importa 
agencies of transportation will raise new questions in regulation at 
provide new factors in determining whether rates and charges ar 
unreasonable or unduly prejudicial. When I first entered the com- 
merce work, about twenty-two years ago, a very well informed ma! 
raised some apprehension in my mind by telling me that commeret 
regulation once had been a good field, but the Commission had beet 
regulating rates so long that almost all problems had been solved. It 
is hardly necessary to comment upon how busy the remaining pr 
lems have kept the Commission in the last twenty years. 


It seems to me that the next five years will see a period of : 
tivity in practice before the Commission exceeded, if at all, only 
that following the passage of the ill-fated Hoch-Smith resolutik 
The problems will be different from and more complex than thos 
heretofore presented to the Commission. It will be its duty, as the 
Federal Coordinator of Transportation expresses it, to bring order ou! 
of chaos in the field of transportation. The rights of the general pub- 
lic, of the shippers, and of the various carriers must be respected 
Rates must be just and reasonable to all concerned, being neither ex- 
cessive nor so low as to jeopardize the existence of any essentia 
service. Possibly the most difficult problems will arise in connectio! 
with the establishment of rate relationships, as the rate structure has 
been disturbed severely by the extreme competition of the past few 
years. Questions as to the necessity for or desirability of joint rates 
and fares between various types of carriers also may arise 

Not only will the problems be different, but methods of preparati 
and presentation must be modified. Routine preparation along tim 
honored lines will not suffice in cases which involve rates of sever 
different types of carriers. Constructive thought must be given to th 
cases and new trails must be blazed. 

Assuming, as I do, that legislation will be passed designed to in- 
tegrate our various types of transportation agencies under the reg'- 
latory supervision of the Commission, I think it may safely be said 
that the practitioners before the Commission will have an opportunity 
such as has not existed for many years to render a public service 
as well as to serve their clients, by aiding the Commission to find the 
proper solutions to the many and perplexing problems which will con- 
front it. I am sure that the Commission will welcome such assis- 
tance. In his address to us at our first annual meeting, Mr. Chief 
Justice Hughes said: : 

“When there are controversies which must be resolved in the in- 
terest of both public and private right, the careful investigator, the 
acute analyst, the effective advocate, performs an indispensable 


service.”’ 


hy 
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Admission to Bar 


The resolution proposing that the Commission establish 4 
written examination as a means of testing the fitness of appli: 
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September 29, 1934 


cants for admission to practice before it was presented by Leslie 
Craven, counsel on the staff of the Coordinator, chairman of the 
committee on education for practice. Since establishment of 
the Commission bar in 1929, there had been 6,023 admitted to 
practice, he said, and only one application had been turned down, 
and that Was later acted upon favorably. Of the total, according 
to his figures, 2,826 were attorneys and 3,197 were not attorneys. 
Those figures, he held, indicated plainly there were no serious 
qualifications for admission to practice and “anyone who comes 
to the Commission with the proper forms filled out will be 
admitted.”’ 

There was no desire to exclude men of non-legal training 
from practice, he explained, but he expressed the opinion that 
the members of the association might not be adequately ful- 
filling the association function of protecting the interests of the 
public unless some effort were made to see that those who prac- 
ticed before the Commission were qualified to do so. He antici- 
pated there would be a “large influx of non-legal practitioners” 
in the event of passage of legislation giving the Commission 
control over highway and waterway transportation, and that 
the existing situation would be much aggravated. 

Reviewing the history of similar resolutions adopted by 
the association and efforts to obtain a favorable response from 
the Commission on the subject, he said that he doubted if it 
would be possible to draw up a resolution that would change the 
ittitude of the Commission. It was stated that the Commission 
had repeatedly refused to require a written examination of ap- 
plicants, or otherwise make a formal test of fitness. “This 
does not mean that the Commission is unanimous on the point,” 
he asserted. 

R. Granville Curry, Washington attorney, objected that there 
had not been a sufficient number of cases mishandled before the 
Commission to justify the association in continuing to press the 
matter Responding to that, Clair Hillyer, Chicago attorney, 
took the position that the proposal went to “the very heart” of 
the reason for the association. All of those present, he insisted, 
had seen cases tried by men who were not even certain as to 
the section or sections of the act under which their action was 
brought. It was not too much, he thought, to insist that practi- 
ioners have at least an elemental knowledge of the law they 
ere dealing with and the procedure under that law. “It seems 

me that we should make a start in the direction of seeing 
that practitioners have reasonable qualifications,” he urged. “The 
Commission will be gradually won over. I believe we are mak- 
ing progress in that.” 

Herman Mueller of St. Paul took the position that the 
association might well wait until the passage of further regula- 
tory legislation, believed to be imminent, before again taking the 
matter to the Commission. That was objected to by numerous 
thers on the grounds that the Commission might get the im- 
pression that it was a “dead’’ subject with the association, and 
for other reasons. 

After a parliamentary tangle of motions, motions to defer, 
and amendments to motions, action was taken approving a reso- 
ution stating that it was the opinion of the membership that a 
Written examination should be a part of the requirement of ap- 
licants for admission to practice and providing for a sub-com- 
Nittee of three from the committee on education for practice 
to wait on the Commission to determine how far it would be 
Willing to go in setting up such a requirement, in the hope that 
some further action could be taken at the next annual meeting. 
The motion originally submitted by Mr. Craven’s committee 
made certain stipulations with respect to the nature of the writ- 
len examination. That had been changed by the executive com- 
mittee to provide for determination of the nature of the examina- 
lion, jointly by the Commission and the association. On the 
grounds that the nature of such an examination was for the 
Commission’s sole determination that part of the motion was 
rejected and the motion, as approved, merely asserted the desir- 
ability of such a test of fitness and provided for handling with 
the Commission. 





Code of Ethics 


On recommendation of the committee on professional ethics 
and grievances, presented by Mr. Curry, chairman, a change in 
Canon 40 of the association’s code of ethics was approved. The 
‘anon prohibits acceptance of employment in a Commission or 
Ourt Case by a practitioner who had formerly been involved in 
the case in a judicial or quasi-judicial capacity, as a result of 
aving held public office or been in the public employ. Mr. 
irry explained that his committee had felt it a duty to recom- 
end a change carrying over the spirit of the old canon but 
eliminating unnecessary embarrassment to former members or 
employes of the Commission. 

Prior to adoption of the change, the canon read as follows: 


C 


\ practitioner should ‘not accept employment as an advocate in 
tter upon the merits of which he has previously acted in a 
or quasi-judicial capacity. Nor should he, having once held 
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public office or having been in the public employ, after his retirement 
accept employment in connection with any matter which he has in 
vestigated or passed upon in a judicial or quasi-judicial capacity while 
in such office or employ 


As changed by action of the association, the canon reads: 


A practitioner, having once held public office or having been in the 
public employ, should not after his retirement, accept employment as 
an advocate or adviser in the same proceeding or as to the same, or 
substantially the same, facts as were involved in any specific question 
which he investigated or passed upon in a judicial or quasi-judicial 
capacity while in such office or employ, whether the same or different 
parties are concerned. 


There was also considerable discussion of canon 32, as a 
result of comment by Mr. Curry on some of the perplexities 
presented to his committee. That canon prohibits the solicita- 
tion of litigation before the Commission, ‘‘except where the per 
sonal relationship justifies.” It was explained that there was, 
and properly should be, no objection to solicitation of the 
task of collecting bills for overcharges against the carriers, and 
like activities, but that once a claim had been established against 
the carrier, in the opinion of the collector, it was difficult to 
determine, if the shipper then asked the solicitor to handle the 
matter before the Commission, the status of the individual under 
the cannon. Numerous illustrations of the difficulty “of drawing 
the line” were given, but no action was taken. 

A request of the special committee on changes in the inter- 
state commerce law relating to procedure, the report of which 
was read by H. D. Driscoll, in the absence of the chairman, 
August Gutheim, that the committee be continued for the com- 
ing year with instructions to continue its studies and report at 
the next annual meeting, was approved. 

The report of the secretary, John E. Benton, general solici- 
tor of the National Association of Railroad and Utilities Com- 
missioners, also read by Mr. Driscoll in the absence of the for- 
mer, included the information that the monthly journal of the 
association was meeting with approval; and that of the treas- 
urer, C. A. Miller, general counsel of the American Short Line 
Railroad Association, indicated that the finances of the organ 
ization were in satisfactory shape, in as much as the association 
was living within its income. The executive committee report 
was brief and indicated that approval had been given to ap- 
pointment, by the president, of luncheon committees in various 
cities over the country to arrange for holding of periodic lunch 
eons of local groups. 

The report of the nominating committee was made by Car 
ter Fort, of the legal staff of the newly created American Asso- 
ciation of Railroads. The following ticket was presented, to be 
voted on the second day of the convention: President, W. H. 
Chandler, manager of the traffic bureaus Merchants’ Association 
of New York; chairman of the executive committee, Elmer 
Smith, general attorney, Illinois Central; secretary, Hugh D 
Driscoll, commerce attorney; treasurer, C. A. Miller (now hold 
ing that office); vice-president, eastern district, Joseph C. Col- 
quitt, Washington attorney; vice-president, southern district, 
Wylie M. Barrow, attorney, Shreveport, La vice-president, 
western district, C. E. Childe, Omaha. 


Address by Gardner 


“The History and Functions of Bar Associations’ was the 
subject of an address at the morning session by Henry A 
Gardner, president of the Chicago Bar Association. Saying that 
there had long been associations of one kind or another of 
lawyers, “for their own protection, as in early times lawyers do 
not seem to have been held in very high regard,” he found the 
first “true” bar association to have been that of the Bar of the 
City of New York, which was organized in 1869. The modern 
bar association, as he presented it, had as one of its central] pur 
poses protection of the public from incompetence and dishonesty 
within the profession. He illustrated the proper functions of a 
bar association by detailing the organization and activities of 
the association headed by him, asserting that such associations 
“have proven of great value to the profession and to the public.” 


Clark Addresses Luncheon Meeting 


A joint luncheon was held with the Traffic Club of Chi- 
cago following the morning business session, which was ad 
dressed by Dr. Fred E. Clark, head of the department of market- 
ing and management of the school of commerce, Northwestern 
University. A. H. Schwietert, acting director of the transporta- 
tion department of the Chicago Association of Commerce, pre- 
sided, and W. Y. Wildman, traffic manager, Illinois Coal Traffic 
Bureau, extended a welcome in behalf of the traffic club, of 
which he is president. 

Speaking on the subject of “Economic Planning, Is it Work- 
able?” Mr. Clark began by saying that practitioners before the 
Commission might be expected to be in favor of planning of a 
very comprehensive nature, as it would assure them a secure 
livelihood. He devoted his talk to a consideration of the merits 
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and demerits of economic planning of “an all-inclusive type,” 
which he said was not synonymous with the New Deal. He de- 
clared that the statistical difficulties underlying economic plan- 
ning of the kind he designated were insuperable and enumerated 
other obstacles in the way of its realization. Beyond that, he 
held that even if it could be made to ‘‘work,” the results would 
not be desirable—the cure would be worse than the disease. 

A dinner dance and cabaret show, to which members of the 
Traffic Club of Chicago were invited, was held in the evening. 


Resolutions Adopted 


At the morning business session September 28 two resolu- 
tions were adopted in response to suggestions contained in 
the report of the committee on procedure, presented by Ernest 
S. Ballard, Chicago attorney, its chairman. The first author- 
ized the appointment of a committee to see the Commission 
and request that it amend its rules of procedure to provide for 
advance notice to parties appearing before it for oral argu- 
ment of the time that would be allotted them for argument. 
In his report Mr. Ballard stated that such a request had been 
made on the Commission but that it had replied that it was 
unwilling to change the existing practice, in view of the fact 
that it received many requests for time at the last minute, 
making it impossible to draw up a satisfactory schedule in 
advance, 

Nonetheless, it was believed by his committee, said Mr. 
Ballard, that counsel diligent in the handling of a case and who 
gave the Commission early notification of intention to appear 
were entitled to consideration above those who were backward 
in advising the Commission, and it was thought that some ar- 
rangement might be worked out, either by the Commission's 
refusing to recognize requests for time that arrived after a fixed 
deadline, or by reserving time for the possible use of those 
making last minute requests. He expressed the view that it 
was a far greater waste of the Commission’s time to listen to 
arguments inadequately or improperly prepared because of 
the deficiencies of the present system than would result from 
any other arrangement that might be made. 

By the second resolution the incoming president was ad- 
vised that it was the sense of the association that a commit- 
tee should be appointed to contact the Commission to obtain 
its response to a suggestion that the committee meet with one 
or more of the Commissioners to discuss the entire matter of 
the relationship between the association and the Commission. 
The resolution resulted from discussion initiated by a part of 
Mr. Ballard’s report dealing with the question of expediting 
handling of cases by the Commission after they had been argued. 
Mr. Ballard prefaced hiswremarks by saying there was no disposi- 
tion on the part of his committee to interfere in the internal 
operations of the Commission, but that it did wish to be of the 
greatest possible assistance in working out procedural matters 
of public concern. He suggested that it might be possible to 
work out a procedure that would enable Commission divisions 
to decide issues while arguments were still fresh, without in any 
way increasing the burden of work or otherwise disturbing 
judicial process. 

Following remarks of R. W. Barrett, vice-president and gen- 
eral counsel of the Lehigh Valley, to the effect that the Com 
mission had undoubtedly given much thought to the matter 
under discussion and that the association should hesitate to 
approach it with a suggestion that it had found the solution for 
so difficult a problem, the motion was made that the associa- 
tion simply offer its services to the Commission in working out 
the general matter of relations between the association and of 
improving procedure where that was possible. Mr. Ballard had 
previously stated that his view of the ideal arrangement that 
could be made would be for the Commission to consider the 
association’s committee on procedure as its contact with its 
bar. 

Address by Elmer Smith 


An address by Ralph Budd, president of the Chicago, Bur- 
lington and Quincy, had been scheduled, but it was explained 
that he had wired that he was detained in Washington by a 
meeting with the coordinator. In his place, Elmer Smith, 
Illinois Central, read a paper on “Emergency Rates and the 
Due Process Clause.” It was a technical discussion of the 
basic principle of due process, in relation to what he termed 
a growing disposition of administrative tribunals to issue tem- 
porary orders without advance hearing of testimony. He paid 
tribute to the Commission by saying that it was seldom, if 
ever, that a litigant left its hearing rooms feeling that he had 
not had a full and fair hearing. In part, the effect of what he 
said was that temporary orders, even though a proceeding 
were held open to ascertain the facts, were in violation of the 
fundamental concept of due process. He referred to a num- 
ber of recent state statutes ostensibly empowering state reg- 
ulatory bodies to issue such temporary orders, and also dealt 
at some length with the American Barge Line case, in which 
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the Commission ordered the railroads, under the Dennison act. 
to establish joint-through rates with the barge line without 
previously having held a hearing in the matter. 

Various statements of members of the Supreme (Cour 
were quoted in support of a concept of due process as calling 
for a play of informed judgment, rather than that it involved 
an exercise of logic in a mathematical sense. Mr. Smith stated 
it as his view that much of the criticism of the Commissiop 
for the length of proceedings before it arose from a failure to 
understand this. “4 

No nominations to office having been made other than those 
of the nominating cemmittee, the committee’s selections were 
declared unanimously elected. 

A golf tournament, for which a special train was provided 
was the concluding event on the convention program. Pau! 
Blanchard, of Armour and Company, was in charge of arrange 
ments for that and held out a promise of large reward to al! 
who participated. 


LABOR STATUS OF ELECTRIC LINES 


The Commission, on request of the National Mediation 
Board, under section 1 of fhe railway labor act as amended at 
the last session of Congress, has instituted Railway Labor Act 
Dockets No. 1, Texas Electric Railway; No. 2, Sacramento 
Northern Railway, and No, 3, Waterloo Cedar Falls & Northern 
Railway, to determine whether those companies are electri 
lines excluded from the provisions of the act. Hearing in No 
1 will be held at. the Baker Hotel, Dallas, Tex., October 15 be 
fore Examiner Steer; in No. 2 at the Merchants Exchange, San 
Francisco, Calif., October 22, before Examiner Steer, and in No 
3, at the Federal Building, Waterloo, Ia., October 29, before 
Examiner Steer. The part of the act under which the Com. 
mission is proceeding follows: 

That the term ‘‘carrier’’ shall not include any street, interurba 
or suburban electric railway, unless such railway is operating as a 
part of a general steam-railroad system of transportation, but sha 
not exclude any part of the general steam-railroad system of trans 
portation now or hereafter operated by any other motive power. Th« 
Interstate Commerce Commission is hereby authorized and directed 
upon request of the Mediation Board or upon complaint of any party 
interested to determine after hearing whether any line operated | 
electric power falls within the terms of this proviso, 


COMMISSION PRACTITIONERS 

The following have been admitted to practice before the 
Commission: Robert J. Beatty, Richmond, Va.; Edward Cantor 
New York, N. Y.; John M. Carley, Houston, Tex.; Frank C 
Cleary, San Francisco, Calif.; Forrest C. Croddy, Auburn, Ind.; 
John W. Cross, Washington, D. C.; Tom M. Davis, Houston, 
Tex.: Benjamin B. Garland, Atlanta, Ga.; Paul M. Godehn, Chi 
cago, lll.; John P. Gray, Coeur d’Alene, Idaho; James W. Gum 
Washington, D, C.; Edward C. Hamel, Brooklyn, N. Y.; Chas. A 
Helsell, Chicago, Ill.; Henry M. Hogan, New York, N, Y.; Charles 
G. Kelly, Knoxville, Tenn.; George E. Kennedy, Salt Lake City, 
Utah; M. E. Kilpatrick, Atlanta, Ga.; Charles A, Leibrandt, 
Philadelphia, Pa.; V. Anderson Leslie, New York, N. Y.; Hamil 
ton Lokey, Atlanta, Ga.; Frederick J. Lorden, Olympia, Wash; 
Marshall K. Lynch, New York, N. Y.; William F. McNaughton, 
Coeur d’Alene, Idaho; John H, Mack, Butte, Mont.; Michael J 
Milsark, St. Louis, Mo.; Ernest V. Moore, Washington, D. © 
Elbert N. Oakes, Middletown, N. Y.; Alice M. O’Leary, Olympia 
Wash.; Daniel H. Ortmeyer, Evansville, Ind.; William §S. Pontin, 
Brooklyn, N. Y.; Robert J. Romig, Philadelphia, Pa.; Samuel 
S. Scott, Pittsburgh, Pa.; David Sher, New York, N. Y.; Don 
Cary Smith, Olympia, Wash.; Leland De Smith, Houston, Tex.; 
Ronald E. Tewson, Detroit, Mich.; Herman J. Weiser, Harris 
burg, Pa.; Clive L. Wright, Jamestown, N. Y.; Donald S. Wright, 
Mobile, Ala. 


ATLANTIC STATES BOARD 

The thirty-fifth regular meeting of the Atlantic States Ship 
pers’ eT Board will be held at the Ten Eyck Hotel, Albany, 
N. Y., October 11. Carloadings in the territory for the last 
quarter of the year will be estimated in reports of the com 
modity committees and there will be discussion of current trans 
portation problems. Subjects to be considered on the floor of 
the meeting include a proposal for modification or repeal of 
the fourth section of the interstate commerce act, publication 
of a dunnage allowance for application in connection with ship 
ments in closed cars, and simplification of tariffs. 

The executive and certain other committees will meet at the 
Ten Eyck October 10 and that evening there will be a joint din 
ner of the board and the Capital District Traffic Association. 
It will be addressed by M. J. Gormley, president of the America! 
Railway Association, and John Boyd Thatcher, mayor of Albany 

Board members are invited to attend a meeting of the 
freight loss and damage prevention committee the morning 0! 
October 10 and there will be an exhibit of various types of co! 
tainers, methods of bracing, stowing, and packing that day and 
the following. 
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Associated Traffic 


>) ANS are com- 


plete for three 
hig transporta- 
tion days in Columbus, 
Ohic October 15, 16 
and 17 The latter 
iwo days will be oc- 


nied by the annual 
vention of the As- 
iated Traffic Clubs 
America, With head- 
at the Neil 
The first day 
vill be a meet- 
the board of 
ecto! of that or- 
ition and a meet- 
ng the Ohio Valley 
fransportation Advis- 
ry Board, at the 
I place Those 
" ittend the advis- 
ard meeting will 
ve the benefit of the 
ial round trip price 
ne fare plus a dollar; arrangements have been made for those 
ending the traffic club convention to have a round trip fare of 
and a third fares, on the convention certificate plan, This, in 
nection with the excellence of the traffic club program, is ex- 
ed to bring a large attendance of representatives of shippers 
carriers interested in present day transportation problems. 
The general subject for consideration at the Traffic club 
vention will be “Economic Planning as Applied to Transpor- 
Formal addresses will be made by Marvin L. Fair, 
or of business administration, Temple University, the 
ning of the first day, on the subject, “Competition in Trans- 
rtation”’: L. C. Sorrell, professor of transportation, University 
Chicago and secretary of the Transportation Conference of 
the afternoon, on the subject, “The Public Trust Idea of 
\dministration”; and Clyde B. Aitchison, member of the Inter 
tate Commerce Commission, at the banquet that evening, on the 
ect, “British Regulation of Transportation.” All the ad 
esses are to be discussed fully from the floor, the discussion 
Commissioner Aitchison’s paper to be led by Professor G. 
vd Wilson the next morning. The address at the luncheon 
the advisory board will be by Henry A. Palmer, editor and 
inager of The Traffic World and chairman of the board of 
e Associated Traffic Clubs, on the subject, “Government Owner- 
ip of Railroads,” following which there will be an “Open 
Forum,” discussion of the subject 





Professor M. L. Fair Commissioner C. 


\t the open of the traffic club convention, the invocation 
| de delivered by the Illustrious Edward B, McFadden, chap 
Aladdin Shrine. Mayor Henry W. Worley will make 
address of welcome, to which Harold W. Roe, president of the 
association will respond. The address of the morning will be 
receded by miscellaneous business, including the report of the 
iirman of the board of directors, roll call of member clubs, ap- 





Doings of the Traffic Clubs 


o+-o--2--e- 





lhe Traffic Club of Baltimore has appointed a special com- 
mittee, headed by H. F. Waidner, vice chairman of its mem- 
ership committee, to sell tickets for a forthcoming civic pro- 
” Plans are being made for 
‘ joint golf outing with the Propeller Club next month. The 
uD Will be represented at the meeting of the Associated 
Tra Clubs of America in Columbus October 16 and 17 by the 
ng delegates: C. G. Rogers, traffic manager, Baltimore 
steam Packet Company; G. E. C. Garrett,, passenger repre- 
"tative, Pennsylvania; J. E. Harrison, traffic representative, 

ake Steamship Company. 


ie Alumni Association of the College of Advanced Traffic, 
held its first fail meeting at the Great Northern Hotel 
ber 18. J. §S. Burechmore, of Walter, Burchmore and 
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Clubs Convention 


pointment of a nomi 
nating committee, and 
announcements by 
Fred A. 
retary of the associa 
tion, and N. 8S. Wor 
rell, chairman of the 
local committee on ar 
rangements 

The speaker in the 
afternoon will be pre 
ceded by reports of 
the membership, fi 
nance, education and 
research, and nominat 
ing committees The 
election of officers will 
come the next morn 
ing, when the program 
will also include action 
on a proposed amend 
ment to the constitu 
tion increasing the 
number of directors, 
the report of the 
speakers committee, and a general discussion of traffic club 
problems and activities. 


Doebber, sec 


B. Aitchison Professor L. C. Sorrell 


The banquet in the ball room of the Neil House the evening 
of October 16 will be followed by dancing. F. W. Fischer, presi 
dent of the Columbus Transportation Club, will open the pro 
gram. An address of welcome will be made by Governor White, 
of Ohio, to which response will be made by J. M. Fitzgerald, 
executive vice president of the association, who will be the 
toastmaster. The invocation will be by the Rev. Donald H 
Tippett, of the Bexley M. E. Church 

For visiting ladies the program of entertainment will in 
clude a sight-seeing tour the morning of October 16, with tea 
at the governor’s mansion in the afternoon and a_ buffet 
luncheon at the Columbus Country Club after adjournment of 
the convention on Wednesday, to which delegates are also 
invited. The ladies, of course, will also attend the banquet. 
The local committee to look after them is headed by Mrs. F. W. 
Fischer and Mrs. N. S. Worrell. The other local committee 
chairmen are as follows: 

N. S,. Worrell, general chairman a. Wes 
& Smelting Co 


J. M. Skeen, ass 


American Zinc Lead 


istant general chairman—soliciting freight agent 


N. & W Railroad 
J. G. Young, attendance—T. M., Columbus Chamber of Commerce 
R. H. Thomas, transportation—soliciting freight agent, Pennsy! 
vania Railroad 
Cc. M. Lombard, publicity—district freight claim agent, N. Y. C 


Railroad 
Robert Naish, hotel reservations 
Railroad 


M. G. O'Shaughnessy, reception—Home Owners Loan Corporation 


district freight agent, Clinchfield 


Geo. P. Dolle, entertainment and banquet 
Pennsylvania Railroad 


traveling freight agent 


Belnap, commerce attorneys, addressed the meeting on the sub 
ject of the commission investigation of terminal charges, ex 
parte 104. 


The Miami Valley Traffic Club has elected the following 
delegates to the Associated Traffic Clubs of America conven 
tion in Columbus October 16 and 17: R. H. Hagerman, traffic 
manager, National Cash Register Company, Dayton; H. 38. 
Malone, traffic manager, Delco Products Corporation, Dayton; 
W. P. Kromphardt, district freight agent, Erie, Dayton; J. H. 
Norwood, district freight agent, Big Four, Dayton. The fol- 
lowing alternates have been elected: F. F. Kator, traffic man- 
ager, Mead Corporation, Dayton; J. E. Haynes, traffic manager, 
Frigidaire Corporation, Dayton; T. J. Davis, general agent, Big 
Four, Dayton, and Clyde Haynes, district manager, Trans 
American Freight Lines, Dayton. 


The Transportation Club of Des Moines will hold a “stag 
party” October 3 at the Hotel Savery 


The Traffic Club of New York will hold a duplicate con 
tract bridge tournament the evening of October 2, 9, and 23 
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Prizes will be awarded for high scores each night and grand 
prizes will be awarded for the best two out of three scores. 
The club held its regular monthly meeting the evening of Sep 


or 


tember 25. Dinner was served. 


The Traffic Club of Dallas held a luncheon meeting at the 
Adolphus Hotel September 24. Will H. Mayes, Austin, secre 
tary of the Texas Centennial Commission, told of plans for the 
forthcoming celebration. The first educational meeting of the 
fall season and the twelfth of the series will be held at the 
Dallas Gas Company building October 1. R. T. DuBose, assist 
ant general freight agent, M.-K.-T. of Texas, will lead a general 
discussion of the petition of the carriers for an advance in 
freight rates in ex parte 115. 


The first fall meeting of the Norfolk-Portsmouth Traffic 
Club was held at the Atlantic Hotel September 20. There was 
a large attendance and several new members were taken in 
J. F. Dalton, traffic manager, Norfolk Southern, addressed the 
club on “Problems of the Railroads Today.” He stressed the 
importance of equal regulation of all transportation agencies 
and attempted to justify the proposed increase in rail rates cov 
ered by ex parte 115. A revised constitution and by-laws were 
adopted and there was entertainment. 

St. Paul city officials were guests of the Transportation 
Club of Saint Paul at its weekly luncheon at the Hotel Lowry 
September 25. They included Mayor Mark Gehan and Com 
missioners Pearce, Peterson, Rosen, Truax, Warren and Wenzel. 


The Women's Traffic Club of Metropolitan St. Louis held 
its first meeting of the fall season at the Sinclair Pennant 
Tavern September 20. Newly elected members of the Traffic 
Club of St. Louis were invited. 


“Truckers’ Day,”’ sponsored by long distance truckers, will 
be observed by the Traflic Club of Kansas City at a luncheon 
at the Muehlebach Hotel October 1. W. M. Anderson, mem 
ber of the Missouri Public Service Commission, will be the 
speaker, 


The Traffic Club of Springfield, Ill, will be represented at 
the meeting of the Associated Traffic Clubs of America in 
Columbus by the following: M. L. Pieper, president of the 
club; W. C. Hurst, vice president, C, & I. M.: Vance Williams, 
traffic manager, C. & I. M., and Albert Peterson, traffic man 
ager Central Illinois Public Service Company. 


The Traffic Club of Newark held its twenty-second annual 
outing at the Elmwood Country Club, East Paterson, N. J., Sep 
tember 20. About two hundred and fifty members and guests 
attended, many of whom participated in the program of sports 
Shipper and railroad representatives engaged in a baseball game 
and tug-of-war, both won by the railroaders First places and 
prizes in the following events went to the following Golf, 
A. H. Oak; approach and putting, M. H. McEwen; quoits, Rob 
ertson and Reynolds; three-legged race, Raab and Darr. Frank 
X. Keilt was chairman of the committee in charge 


At its regular luncheon September 25 the Traffic Club of 
New Orleans was adressed by Andres Horcasitas, general agent 
of the National Railways of Mexico. He exhibited lantern slides 
of Mexican views. Raoul J. Jourdan, general agent, Luckenbach 
Lines, has been named the presidential nominee by the club 
nominating committee. 


The Traffic Club of Cleveland announces that it will hold 
its annual clam bake at Miller’s Broadview Inn October 6 


K. F. Stock, traffle manager, Peoria and Pekin Union Rail 
way, and N. M. Love, traffic representative, Pennsylvania, will 
represent the Transportation Club of Peoria as delegates at 
the convention of the Associated Traffic Clubs of America at 
Columbus, October 16 and 17. 


The Traffic Club of Jacksonville has appointed V. M. Ousey, 
general agent, freight department, New York Central, its dele 
gate to the meeting of the Associated Traffic Clubs of America 
in Columbus 


COMMODITY STATISTICS 
The Commission has issued Statement No, 34100, the tenth 
in the series, on freight commodity statistics of Class I steam 
railways in the United States for the year ended December 31, 


? 


1933, consisting of 123 pages. 
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k. F. Stecher has been appointed traffic manager, Stewart 
Warner Corporation, Chicago, and its subsidiaries, and ©. 
Quade has been appointed assistant traffic manager 

D. Kastrup has been appointed division freight and pas 
senger agent, Burlington, at Hastings, Neb., succeeding A, R 
Ocker, who died. O. C. Wallace has been appointed genera) 
agent at Scotsbluff, Neb., succeeding Mr. Kastrup, promoted fron 
commercial agent The appointments are effective October | 

T. A. Mathews, assistant general freight agent, Rock Island 
died at St. Lukes Hospital, St. Paul, September 23. 

The following appointments have been made by the Santa 
Fe: Warren H. Turner, division freight agent, Kansas City, su 
ceeding George E. Roe, who died; George W. Vetter, division 
freight agent, Wichita, Kan., succeeding Mr. Turner; Augustus 
B. Fleming, division freight agent, Hutchinson, Kan., succeeding 
F. M. Williams, who died 

W. A, Olliff, traffic manager, Atlanta and Saint Andrews Bay 
Railway, Panama City, Fla., has been assigned to other duties 
and the position of traffic manager has been abolished, H. H 
Simms, general freight agent, has also been appointed genera! 
passenger agent 

It was announced in this column of the September 22 Traff 
World that J. E. Davis had been appointed vice-president in 
charge of traffic, Union Pacific System It should have been 
assistant to vice-president. 

Effective October 1 David Bowes will become chairman of 
the governing board, Empire Freight Company, with headqua! 
ters in Chicago. 

James N. Findlay has been appointed passenger manager of 
the Furness Lines to succeed Captain C. M. Armstrong, who died 
Mr. Findlay has been connected with the Furness company sinc 
immediately following the close of the World War and -has r 
cently been assistant to Captain Armstrong. 

Robert Armstrong Sewell, vice-president of Boyd, Weir and 
Sewell, Inc., agents for the Bank Line, died September 23 at 
his home in Brooklyn, N. Y He was sixty-five years old 

Herman J. Rohling, general traffic manager, Bemis Bro 
Bag Company, Chicago, died Sept. 27 after a long illness 

J. H. Ketner, assistant freight traffic manager, Seaboard 
Air Line, Norfolk, Va., died September 19. 

Homer R. Eddy, formerly with the Grace Line at Philadel 
phia, has been appointed district freight agent for the Pan-Al 
lantic Steamship Corporation at Rochester, N. Y. He is the son 
of Glenn D. Eddy, traffic manager, Welch Grape Juice Company 
Westfield, N. Y 


PENSION BOARD REGULATIONS 


The Railroad Retirement Board has issued rules and regu 
lations governing election by employe representatives to accept 
or reject the benefits of the railroad retirement act pursuanl 
to section 7 thereof. The term, “employe representatives,” is 
defined as meaning any officer or other official representative 
of an employe organization who is duly designated and author 
ized to represent employes under the railway labor act, ane 
who, during or following employment by a carrier, is engage 
in such representative service in behalf of such employes. 
whether full time or part time Until changed by the board 
employe representatives, if they wish to accept the benefits ol 
the pension act, must contribute to the pension fund 6 pe! 
cent of their compensation as defined in the rules, whereas 
railroad employes contribute 2 per cent and the railroad com 
panies 4 per cent, making the total of 6 per cent for railroad 
employes. In other words, the employe representative pays the 
total assessment for the pension fund The definition of “com 
pensation” of employe representatives relates to their compen 
sation as railroad employes and not to their compensation 4s 
employe representatives, the “compensation” being based 0? 
what they have received or would receive if they worked 4 
employes 


FREE CLASSES IN TRAFFIC MANAGEMENT 

Free day classes in traffic management will be offered this 
fall by the New York State Department of Education at its Wall 
Street branch, 24 Broad Street, New York. Classes are now 
being organized. They cover industrial organization and man 
agement, railroad and other transportation agencies, transporta 
tion, geography, freight classification, kinds of tariffs and rates, 
claims, preparing and forwarding shipments, transit privileges, 
warehousing, etc. A high school education or business expert! 
ence is a requirement for entrance. Mark G. Miller is the 
instructor. 
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Questions and Answers 


N this column will be answered questions of both legal and practicai 

mature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who a member of our legal department, will give 
his opinion in answer to an le question relating to the law of interstate 
transportation of freight. ‘A — man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to hel im in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may aopees to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought ~~ for 
this column, the department will answer it by letter for a reasonable charge 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Bervice Corporation, Mills Building, ashington, D.C. 
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Tariff Interpretation—Less Carload Shipments Not Entitled to 
Accessorial Services, Transit Privileges, Switching Absorp 
tions, Etc., Which Are Limited to Carload Shipments, in 
Absence of Specific Tariff Provisions so Authorizing 


Colorado.—Question: Please refer to your answer to Mis 
souri, page 418, September 15th issue. 

Kindly tell us if in applying the carload rate to an L. CC, L 
shipment as the maximum charge under Rule 15 of the Classi 
fication, accessorial services, when applicable, such as switching, 
refrigeration, etc., must be taken into account and made a part 
of the charge applicable to the L. C. L. shipment. Is the word 
“charge” as used in the rule singular or plural? Please cite 
Commission decisions in point, 

Answer: A less carload shipment is not entitled to the ac 
cessorial privileges nor subject to accessorial charges that are 
restricted in their own terms to carload traffic unless there is 
specific tariff provision to that effect. In our opinion, the fact 
that Rule 15 of the Classification authorizes application of the 
carload rate to a less carload shipment when the latter makes a 


lower aggregate charge than application of the less carload rate 


to actual weight, does not, 
shipment into a 


in any sense, convert a less carload 
carload shipment, Any 


accessorial services, 
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charges, or privileges, applicable to less carload traffic will con 
tinue to be applicable notwithstanding application of the carload 
rate to the less carload shipment. In Wm. F, Allen & Co, ys 
A. C. L., 151 I. C. C. 225, shipments of strawberries moved at 
less carload freight rates but were in fact carload shipments 
Because they were charged the less carload freight rates com 
plainants contended that their shipments were not subject to 
carload refrigeration charges, but the Commission held that 
the character of the freight rate assessed did not determine the 
nature of the shipment, and that the carload refrigeration rates 
were applicable. 

We cannot see how the alternative use of the carload and 
less carload charge upon a given less carload shipment can in 
any way subject the shipment to any other charges not applic 
able to less carload traffic or entitle the shipment to any services 
or privileges not available to less carload traffic. For instance, if 
a carrier’s switching charges or absorption rules, transit privy. 
ileges, etc., are limited to carload traffic, less carload shipments 
not being entitled to those services cannot be subject to rates 
and rules governing such traffic. We think, therefore, that be 
cause less carload shipments are not entitled to carload sery 
ices, they are not subject to any carload charges other than the 
carload rate and minimum weight, the only things which can 
reasonably alternate with the less carload rate and actual weight 
of the shipment. A carload switching rate cannot be applied 
unless at least the less carload shipment is entitled to switching 
service under the tariff. It follows then, that we must construe 
the term “charge” as used in Section 1, Rule 15, as being in 
the singular rather than in the plural. We are not aware of 
any Commission decisions in this connection. 


Classification Rules—When Shipper Orders Car of Certain Size 
and Carrier Substitutes Longer Car or Two Cars for One, 
Shipper Has No Right to Use Excess Space in Substitute 
Cars on Basis of Minimum for Car Ordered 


New York.—Question: Would very much appreciate receiy 
ing your views on the following: 

Our product moves on Commodity Rates throughout Official 
Territory and is subject to Rule 34 of the Consolidated Classifica 
tion. Carrier serving our plant is unable in many instances to 
furnish size of equipment ordered for loading, If carrier can- 
not furnish size car ordered they furnish either a larger one or 






























































223 Erie Street BUFFALO, N. Y. 
Ship your freight via Great Lakes Transit Corporation and have it move on scheduled 
sailings. Rates all-water and lake-and-rail between Eastern and Western points, includ- 
ing the Atlantic Seaboard and the Pacific Coast, reflect substantial savings under all-rail. 
PROPOSED SAILINGS FOR OCTOBER, 1934 
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THE GREATEST DEEPWATER TERMINAL 


on the Atlantic Coast 


ta FOR THE EXPORTER AND IMPORTER 





Po og & \ 


Fifteen ships can load and discharge simultaneously @ Two triple decked concrete i | 
piers each 1500 feet long @ Storage 1,000,000 square feet covered space @ | | 
Sprinkling system to eliminate fire hazards @ Three additional open piers each 
1300 feet long @ Depressed and apron tracks full length @ Tackle poles enabling | 
ship's gear to work direct to cars @ Ground and covered lumber storage includ- 
ing 25 acres for commodities requiring open space @ Bonded storage for dutiable 
goods @ Storage in transit privileges @ Negotiable warehouse receipts issued @ 
Lowest insurance rates e Agents for Reading Railroad, Pennsylvania Railroad, 
Baltimore and Ohio Railroad @ No lighterage @ Railroad classification yard 500 


THE 
TIDEWATER TERMINAL 


Operated by 
PHILADELPHIA PIERS, INC. 
ror infuruneston ofitens 111-113 South Third Street 
E. W. STRINGFIELD 


ei ats Philadelphia, Pa. 
General Traffic Manager 
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@ All tapes look about alike. Their qualities of 
economy are brought out by actual use. Because 
Green Core Tape has proven itself the most eco- 
nomical all-around tape, it has become univer- 
sully known to shippers everywhere as 

“The Leader in Its Line.”’ 
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lo those who are skeptical of the value of using the best gummed 
i tape in their shipping rooms, we cite the interesting experience of 
one purchasing agent who included the following in his letter 
to us: 


“Of the millions of cases of our products, sealed with 
Mid-States products, shipped from our factory to all 
sections of the country during the eight years of our 
existence, we have yet to receive our first complaint 
resulting from the use of either Green Core Gummed 
Tape or Extra Heavy Chicago Cloth Tape. They have 
both functioned for us 100%.”’ 


We would like to acquaint you with Green Core Tape, and ask 
that you attach this coupon to your letterhead for free trial roll. 










ID-STATES 
GUMMED PAPER CO. 





CHICAGO ILLINOIS‘ 


eee 


Mid-States Gummed Paper Co., Chicago 
(Attach this coupon to your letterhead) r.W. 9-34 


You may send us a FREE sample roll of Green Core Tape 
No obligation on our part 


Name 


Title 
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two shorter ones in lieu thereof, This, of course, is the usua) 
procedure under Rule 34. 

Carrier now contends if we order a 36-foot car and they 
furnish a 40-foot car that we cannot load therein more than we 
could ordinarily load into a 36-foot car. We can find no rule 
to this effect in the Classification or in tariffs carrying rates 
Of course, if we load the car furnished to capacity the minimum 
for such car will be assessed under the rule. Providing ca; 
furnished is not loaded to capacity can carrier legally limit 
the amount which we can load to the amount which could 
ordinarily be loaded into size of car ordered, in the absenc 
of a specific rule to this effect? Is there any such rule in th: 
Classification? Can you quote any decisions of the Commission 
directly bearing on this point? 

Answer: Rule 34 of the Classification provides that where 4 
longer car is substituted by the carrier the minimum for the 
size ordered will apply “except that when the loading capacity 
of the car is used the minimum weight shall be that fixed for 
the car furnished.” Where two shorter cars are furnished ip 
lieu of a longer one ordered, this rule requires that one of them 
shall be loaded to its own minimum. Aside from these two rules 
Rule 34 does not place limitations upon the loading of th 
substitute cars. It is significant, however, that if the shippe 
loads the substitute car or cars with a greater quantity than hy 
could have loaded ino the size of car ordered, he has not properly 
ordered, Rule 34 does not contemplate according to the shipper 
who improperly orders his cars the benefit of the lower minima 
applicable to cars that would not accommodate his shipments 
This rule contemplates that the shipper shall order the siz 
requisite for his shipment. Wilcox Mercantile Co. vs. Wabash 
44 1. C. C. 552; National Supply Co. vs. C. C. C. & St. L., 173 
._ &. © Fe Where a carrier by its tariff specifies a certain 
minimum for a car of a certain size it thereby tenders to th 
public that rate of transportation. Feltus Lumber Co, vs. G, N 
Ry., 61 I. C. C. 571 (575) The rate, therefore, is inseparably 
connected with its minimum. If a shipper be given the benefit 
of the minimum applicable to a car that would not accommodat: 
his shipment as made, the proper rate has not been applied. It 
does not require a classification rule to determine this, thoug) 
some tariff rules do specify that the shipment must be suc! 
that it could have been loaded into the size of car ordered 
Further, if the shipper could order a smaller size than needed 
obtain substitute cars and then load them to a greater exten! 
than could be loaded into the size ordered, and at the same tim: 
receive benefit of the minimum for the size ordered, he would 
have a decided advantage over the shipper who recives the size 
ordered, Dallas Transfer Co. vs. So. Pac., 165 I. C. C. 475. The 
requirement in the “two-for-one-rule” that one car shall be loaded 
to its minimum helps to avoid the disadvantage which the shipper 
using two substitute cars might take over the shipper who 
receives the size ordered, Noble vs. B. & O. R. R., 22 1. C€. C 
432 (437). 

In Hyman-Michaels Co, vs. S. A. L. Ry., 152 I. C. C. 308 
36-foot cars were ordered and 40-foot cars were substituted, The 
10-foot cars were fully loaded, showing clearly that the ship 
ments could not have been loaded into 36-foot cars, The mini 
mum applicable to 40-foot cars was held applicable. While these 
cars were fully loaded, our view is that the Commission's deci 
sion would have been the same if they had not been yet con 
tained more than could have been loaded into 36-foot cars. The 
shipper would still have been using the loading capacity of th 
substitute car to a greater extent than the smaller car ordered 
would hold. Our view is that the term “the loading capacity 0! 
the car” used in this rule means the excess of car capacity ove! 
that portion which must be counted the substitute of the capacity 
of the car ordered, and when the shipper uses the excess ca 
pacity, he is to that extent using the loading capacity of the 
car used as such, instead of using it as the equivalent of the 
capacity of the car ordered, 


Tariff Interpretation—Whether Old Frogs, Rails, and Switches 
Are Properly Billed as Relaying Materials or as Scrap Iron 

West Virginia.—Question: On September 15, 1933, a car ol 
relaying rails was purchased at point “A” and forwarded to 
destination “B.” The entire haul was in the state of West Vir 
ginia. On arrival at destination car contained a mixture of old 
rails, frogs, and switches. Bill of lading and freight bill de 
scribed shipment as relaying rails. Car was refused by con 
signees because lading could not be used for relaying purposes 
However, consignees later purchased shipment as scrap iron and 
it was used for that purpose. The question involved is the co! 
rect emergency charge to apply on the shipment. Consignees 
claim emergency charge should be 12 cents per ton this being 
the rating on scrap iron, while the carriers claim emergelc¢) 
charge should be 10 per cent of the revenue. They also claim 
that to come within the tariff description the articles must not 
be shipped in their original form, but must be so reduced to 
fragments, scrap or pieces, as to be useless for any purpose other 
than re-melting. It is the nature of the articles shipped, n0l 
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“COTTON” 


SHIPPERS OF 
|| THE SOUTHWEST 











AT PORT HOUSTON 


18 RAILROADS 
MEET 
87 STEAMSHIP LINES 


FREIGHT SERVICE 


Between ST. PAUL, MINNEAPOLIS, 
DULUTH, WINNIPEG, PORTLAND, 
SEATTLE, TACOMA, SPOKANE, KLA- 
MATH FALLS, SACRAMENTO, OAK- 
LAND, SAN FRANCISCO, VANCOUVER 
\nd over these transportation lines moves and VICTORIA, B. Cr and intermediate 


Cotton for the world. points. 


Over two million bales annually are carried 
by ships bound for scattered ports—-wherever i O00 
Cotton is woven into cloth will be found 


bales which originated at Port Houston. 








smooth, cinderless miles behind giant 
Storage capacity at this Port exceeds oil-burning and electric locomotives via 
2,900,000 bales. America’s most interesting scenic route 
between Chicago and Seattle. 


24 high density Compresses. 


SO firms engaged in buying and _ selling Freight Troe Mars Peasanger Tralhe Mor. Western Trathe Mer 
"ey ‘tton. St. Paul, Minn. St. Paul, Minn. Seattle, Wash. 
Cc. W. Meldrum Cc. F. O'Hara H. G. Dow 
: Asst. Gen. Passenger Agent Asst. Gen Passenger Eastern Traffic Mgr. 
Che largest Spot Cotton market in the world. —— gy iy New York City, N. Y. 
T. J. Shea B. S. Merritt 
. Asst. Gen. ae Agent General Freight Agent 
EXPEDITE Eee Se 
YOUR 
EXPORTS 
BY ROUTING THEM THRU ROUTE OF THE FAMOUS 
THE HOUSTON GATEWAY E M Pl RE B U | LD E R 
J. Russell Wait Between CHICAGO and the PACIFIC NORTHWEST 


Director of the Port via GLACIER NATIONAL PARK 
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SAVES 
| INSURANCE 
lm. COST 


i Because the President Liners of the Amer 
HH ican Mail Line travel over the short, fast 
} HH route to and from the Orient, your insur 
: ance costs are lowered .. . no small item 
} in these days of keen competition, Whether 
shipping to American ports or those of the 
Orient route your shipments via American 
Mail Line and be assured of best service 
and quick delivery at point of destination. 
i a 
i ° . 
In addition to the President Liners, a fleet 
Hi H of fast cargo liners makes frequent sailings to 
Hitt Japan, China and the Philippines. 
} | i For information, apply desk No. 6 
i q 
‘ ‘ Ht 21 West Stree ew York 
1714 Dime Bank Bldg..........--- . Detroit 
hac i 110 So. Dearborn St.. . ( hicago 
He H Union Trust Bldg. Arcade. ...Cleveland 
' ‘ ‘ 
} ' General Freight Office 
! | 740 Stuart Building. Seattle 
‘ 


‘ast Freight and P assenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


! 
f 
' 
f 
; 
| : 
; : 
| ' 
t 


GREAT 
FLEET 





BETWEEN 
New York, New Orleans, Boston and San Francisco 
AND 


Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 


| 
| | Regular Freight and Passenger Service 


Weekly service with transshipment at Cristobal (Canal 


a | Zone) to West Coast Ports of Central America, South 
a America and Mexico at differential rates. Through 
) bills of lading to all points. 

‘ | Shipments to El Salvador handled expedi- 

B || tiously via Puerto Barrios, Guatemala and the 

B | International Railways of Central America. 


ee aa 


. For Rates and Other Information Address: 








FREIGHT TRAFFIC DEPARTMENT 
om) Pier 8, North River, New York, N. Y. 
) + é H ‘> Gan Fransiece, Galtt. —a 
os Long Wharf, 821 St. Charles 8t., 
j Boston, Mass. New Orleans, La. 
General Offices: One Federal Street, Boston, Mass. 


ae 
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the price at which it is sold or the use to which it is put tha; 
determines whether or not the rate on scrap iron applies. Wy 
you please advise the correct rate to apply? 

Answer: Whether the emergency charge applicable to raj] 
frogs and switches, i. e., 10 per cent of the freight charge o 
that applicable to scrap iron, shall be applied to this shipment 
would seem to depend upon the commodity description of scra 
iron published in connection with the rate on scrap iron fron 
the origin to the destination in question. Generally commodity 
rates on scrap iron carry with them the restriction that sue} 
rates are applicable only on “scraps or pieces of iron or ster 
having value for re-melting purposes only.’ It is noted that 
the class rating on scrap iron published in Consolidated Freight 
Classification No. 8 also carries this restriction For the artic] 
to be subject to scrap iron rates and therefore the emergency 
charge applicable to scrap iron, if the commodity rate on sera; 
iron that is sought to be applied carries with it a descripti 
similar to that published in the Classification, our view is that 
the scrap iron rate will not apply and consequently the eme; 
gency charge applicable to scrap iron would not be applicab) 

In Southern Scrap Material Co., Ltd., vs. N. O. G. N. R.R 
et al., 159 I. C. C. 266; Ship Supply Co. vs. L. & N. R. R., 1 
I, C. C. 110; Hyman-Michaels Co, vs. N. & W., 126 I. GC. C 
and various other cases, the Interstate Commerce Commissio) 
held as to shipments of rails, frogs, switches, etec., where th: 
commodity rate carried a restriction similar to that now carried 
in the classification, thus 


It i well settled that to e« e within the above tariff de 
the article may not be hipped in their original form, but n 
reduced to fragment eral or piece oa to render them 
for any purpose other than remelting It is the nature of the 
shipped, not the price at which it old, the use to which 
or the commer ld mand, that determine whether the rate 
iron n pplic 


If the scrap iron description were not subject to the cla 
fication and did not contain the restriction in question, our viev 
would be that inasmuch as these articles were unfit for tra 
purposes and were consequently misbilled as relaying rails 
were taken for scrap, the scrap iron rate would be applical 
even if they were not reduced to fragments. 

Even if the rate in question is a commodity rate on scr 
iron, however, and even if it does not carry in the same tariff 
the restriction above quoted, it is quite likely that the con 
modity tariff description will be governed by the Consolidated 
Freight Classification which does carry that restriction, and 
which would still prevent the scrap iron rate and emergency 
charge from applying. In Grosjean Rice Milling Co. vs. Direct 
General, 89 I. C. C. 395, the Commission held that commodit 
tariffs must be read in the light of the governing classificatio1 
with respect to restrictions in commodity descriptions 


NEW COMPLAINTS FILED 


No. 26675 The | ndow & Co., Inc., New Haven, Conn., v 4 
& Maine 
llege ( tion of ection 1 of act and Rule 225 Perisha 
Protective Tariff No. 6 in not reicing cars and providing standa: 
refrigeratio1 ! cars grapes, points in Calif., to Boston, Ma 
reconsigned to Springfield, Ma Asks damages of $647.33 
Lipofsky ecretary, 16 Hill St New Haven, Conn.) 
No. 26676. \\ hington M (‘o., Winston Salen a. “Je @ N. & 
et al 
Rate n violation sectior and 3, textile machinery, WI! 
Mass., to Fries, Va., a compared with rate between point 
official territon Asks reparation and waiver collection of under 
charge (Cat R. Cunninghan J M 12 Marietta St., Atlant 
Ga.) 
No. 26661, Sub. No. 1. Belden Brick Co., Canton, Ohio, vs A. C 
et al 
Rate building brick, Canton, Uhrichsville, Port Washington 
Somerset, O to destinations in New England and eastern tru 
line territorie in violation of sections 1, 2 and 8, the undu 
preference alleged being for competitor in New England al! 
trunk line territories also allege intrastate rates in Va P 


i. Be Bee Md., and W. Va. violate section 13 Asks new rate 
(Walter Young, Traffic Counsel, Rutherfe rd N J.) 
No. 26661, Sub. No. 2. Finzer Bro Clay Co., Sugarcreek, Oh 


ee I... et al Same a foregoing a to rate from Sugar 
O Same prayer 

No. 26661, Sub. No. 3. Fairfield Brick Co., Zoarville, Ohio, vs. A. C 
et al. Same as foregoing as to rate from Zoarville, O. Sam 
prayer 

No. 26677. Bell & Zoller Coal Company et al., Chicago, IIL, vs. Sant 
Fe et al 


Rates, bituminous coal, LaMarsh, Ill. to destinations in Iowa 
in violation of Sections 1 and 3, the undue preference allege 
being for competitors located at Alpha and Atkinson, TIl. Ask new 
rate (E. L. Carr, Asst. to Pres., 307 No. Mich Ave., Chicas 
Ill.) 
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TRAFFIC MANAGER—An astounding and most extraordinary 


national contest will start shortly, featuring prizes from the worl 
leading sports store (Abercrombie & Fitch). Your partic ipation as 4 
contestant will assist you in solving one of your most knotty ee 


Write for details Sherlock Holmes, 115 Drexel Bldg., Philadelphia pa 
ID 

WANTED—Freight solicitors and individuals with shippers’ con- 
tact, who desire to build up an independent income incidental to their 
present activities. Write Frizzell & Co., Drexel Bldg., Philadelphia, 
Pa., for details. 
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Southern Steamship Company 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE ; 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 
| 


Low Rates 


Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 








QUAKER LINE | 


Regular Intercoastal Service 
Between 
New York, Albany, Philadelphia, Norfolk, Baltimore 
and 


Cristobal (Canal Zone), San Diego, 
Los Angeles, San Francisco, Oakland, 
Alameda, Portland, Seattle and Tacoma 


For Rates, Schedules and other particulars apply 


QUAKER LINE 


17 Battery Place, New York 


ALBANY—D & H Building CHICAGO—327 So. Le Salle St. 
PHILADELPHIA—The Bourse PITTSBURGH—Gullf Buildin 
NORFOLK—111 E. Plume Street DETROIT—Genere!l Motors Bids. 
BALTIMORE—Keyser Buliding DAYTON, OHIO—18 Riverdale St. 
BOSTON—33 Broad Street EASTON, PA.—Drake Building 
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SHIP THROUGH 


WILMINGION 


on the Delaware 





We solicit specific inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 
Wilmington Delaware 





MOOREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 


From BOSTON, BALTIMORE, TAMPA to NEW ORLEANS 

From PHILADELPHIA and BALTIMORE to MOBILE 

From NEW ORLEANS to TAMPA, PHILADELPHIA, 
BALTIMORE, NEW BEDFORD and BOSTON 

From MOBILE to NEW BEDFORD, BOSTON and PHILADELPHIA 

From TAMPA to PHILADELPHIA and BOSTON 

Between NEW ORLEANS, HOUSTON and CORPUS CHRISTI 


MOORE and McCORMACK, Inc., Agents 


NEW YORK, 5 Broadway PHILADELPHIA, Bourse Bidg. 
BALTIMORE, Seaboard Bidg. NEW ORLEANS, Whitney Bank Bldg 
BOSTON, 75 State Street TAMPA, 512 E. Lafeyette St. 
CHICAGO, 503 Marquette Bids. DETROIT, 556 Book Bids. 
BATON ROUGE, 1758 Government St. PITTSBURGH, Oliver Bids. 

ST. LOUIS, Railway Exchange Bidg. ROCHESTER, 1408 Temple Bde. 
MEMPHIS, Cotton Exchange Bidg. HOUSTON, State National Ban 


Bidg. 
CORPUS CHRISTI, Nixon P’dg. MOBILE, Merchants Bank Bidg. 
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"North Western” 
provides superior 
service to, from 
and through 
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FIRST ke | CLASS 


President Liner comfort, low cost. and the variety of travel 


by land and sea combine to make this a particularly in 


viting trip. This fare takes you, First Class, from hometown 


to hometown. It includes two weeks at sea en route to Cali 
fornia, via Havana and Panama, aboard a Round the World 
President Liner —and rail fare by any direct route across 


the United States. For details about other popular Presi 


dent l iner cruises, see your own travel agent, or... 


DOLLAR 


STEAMSHIP LINES 


New York ~ Cuoicaco ~ San FRANCISCO 





Locomotives don’t 
run themselves.... 


. and neither do freight schedules. 
It takes men to make the engine go 
and men to see that each consignment 
arrives quickly and safely. 








“North Western” has always stressed 


these states ‘ 
‘ the importance of the human element 


ILLINOIS in freight as well as passenger trans- 
on portation .. . knows that good men 
= are fully as necessary as good mechan- 
MICHIGAN ! 
MINNESOTA ical equipment... has carefully built 
NEBRASKA up an organization of picked men that 
.. : depended upon at all times. 
0. DAKOTA can be depended up 
WYOMING Bring your shipping problems to your 


nearest Chicago & North Western 
representative. No matter what its 
nature may be, he will gladly help you 
in every way possible. 
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CHICAGO & 


NORTH WESTERN 


RAILWAY 
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Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


:>CROOKS TERMINAL WAREHOUSES: 


: ? Storage and Distributing of Merchandise of Every Description : : 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery 
cago 


360-364 West Erie Street 


Seeeteeeeeeeeeeseeaae 
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TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR and 
interstate Cemmerce and State Commission Cases 
Commerce 


Departmental Service 
Specialists 





815 Mills Bldg. 
WASHINGTON, D. C. 


HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 





Valuation 
Experts 


. 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 





Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 
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Vol. LIV, No. 12 


DOCKET OF THE COMMISSION 


October 1—Washington, D. C.—Before the Commission, or before gy 
Commissioner or Commissioners as may hereafter be designat; 


for the purpose: * 
Ex Parte 115—Increases in Freight Rates and Charges, 1934. 5 


October 1—Washington, D. C.: (Before Commission) x 
Air Mail Docket No. 1—Air Mail Compensation. i 


October 2—Washington, D. C.—Examiner Glover: 

Fourth Section Application No. 15447—Roofing slate from New Eng 
land points. Filed jointly by Agents Curlett, Van Ummersen ang 
Jones. 

October 2—Indianapolis, Ind.—Examiner Flynn: 
1. & §. 4022—Switching stone at Greencastle, Ind 
October 2—Wausau, Wis.—Dxaminer Sullivan: 

Finance No. 10478—Application C. M. St. P. & P. R. R. for per 
mission to abandon its branch line extending from Doering 
Kalinke, Wis. 


a 3—Argument at Washington, D. C.: 3 
& S. 4015—Raw sugar New Orleans to Gramercy and Reserve, | 2 
26070. Quanah Acme & Pacific Ry. vs. A. T. & S. F. Ry. et al 


October 4—Argument at Washington, D. C. 

1. & S. 3963—Loading and unloading livestock at So. Omaha, N; 

17060—Frohman Chemical Co. vs. B. & O. R. R. et al 

17272—-Procter & Gamble Co. vs. B. & O. R. R. et al 
October 4—Knoxville, Tenn.—Examiner McChord 

20251—.J. Allen Smith & Co., Inc., vs. Southern Ry. et al 
October 4—Galesburg, IJl.—Examiner Johnson: 

26573—-Abingdon Sanitary Mfg. Co., Inc., vs. A. C. & Y. Ry. et a 

26582—-Abingdon Sanitary Mfg. Co., Inc., vs. A. T. & S. F. Ry. et 
October 5—Portland, Ore.—Examiner Worthington 

23853—Crown Millis vs. S. P. & S. Ry. et al. (further hearing 
October 5—Chattanooga, Tenn Examiner McChord: 

26581—Crane Enamelware Co, vs. Alton R. R. et al 
October 5—Menomonie, Wis.—Examiner Sullivan: 

Finance No. 10545—Application C. St. P. M. & O. Ry. for permis- 
sion to abandon a portion of its Spring Valley branch extending 
from Elmwood to Weston, Wis. 

October 8—Sheflield, Ala Examiner McChord 
26559—Alabama Oil Co. of Huntsville, Ala., et al. vs. A. G. S.R 
et al. 
October 8—Omaha, Neb.—Examiner Johnson 
24622—-Mona Motor Oil Co. vs. C. B. & Q. et al. (further hearing 
October 8—Rochester, Minn.—Examiner Sullivan: 

Finance No. 10533—Application C. & N. W. Ry. for permission t 
abandon its Zumbrota branch extending from Rochester to Zun 
rota, Minn 


Ske 


GRADE CROSSING ACCIDENTS 

Reduction in the number of fatalities resulting from 
way-railroad grade crossing accidents and in the number of s 
accidents in June this year compared with the same month la 
year were shown by reports received for that month 
safety section of the American Railway Association. AT 
crease, however, Was reported in the number of persons injure 
in June compared with that month one year ago. 

In the month of June this year, 89 persons lost their 
as a result of railroad-highway grade crossing accidents, a red 
tion of fifteen compared with the number of fatalities in Ju 
1933. Accidents at highway-railroad grade crossings totaled 2 
in June compared with 216 in the same month last year, wh 
persons injured totaled 237 in June this year, compared wit! 
in June, 1933. 

In the first six months of 1934, reports show that 706 pe 
sons lost their lives in highway-railroad grade crossing accidents 
an increase of 61 compared witth the same period last yea 
Persons injured in the first six months this year totaled 
an increase of 542 compared with the same period one year ag 
Highway-railroad grade crossing accidents totaled 1,784 in 
first six months in 1934, compared with 1,371 in the same per! 
last year. 
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rom—Stamford, South Norwalk, Bridgeport 
F New London and Norwich, Conn, 


s 
4/NéeSs Qi Limeaurx dere: rd 


} Fay To—c. F. A., W. T. L., Inter- Mountain, 

; SP Sena Carolinas, South and Southwest 

\_Sidewere Corr Vig—CLYDE, OLD DOMINION, SAVANNAH, 

sna MALLORY and MORGAN S. S. LINES 

4 THAMES RIVER LINE, INC. 

nO. Mtageeer Pier 31 E.R NEW YORK CITY 
ay | ERNEST E. FUCHS, Vice-Pres. 
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_ IS PACKED in long bags 


averaging about 30 cubic feet each 
when full. “Grease” type averages approximately 325 
lbs. to the bag. It can be readily understood that bare 
rope slings “cinched” around the middle of three or 


four bags would be likely to cut them 1n two. 
lo prevent this, American-Hawaiian uses board slings, 


as illustrated in the accompanying photograph, with 


bridle hooks pointed outward toavoid tearing of bags. 





Superior 
COAST-TO-COAST SERVICE 


- pon | bem Pe... 
+ we ove 


Based on the carriage of 
10,000 different commodities 
—including radio:, pianos, 
glassware, electric light 
globes, scientific instruments 
and other delicate cargo — 
American-Hawaiian’s loss and 


damage claims in 1933 were 


only 3 7 10 cents a ton! 





A MERICAN-HAWAIIAN STEAMSHIP CO. 
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The entire motor 


freight industry— -¥ 
4 “Higa | 
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When YOU — 
SHIP by TRUCK 


use the 
OFFICIAL 
MoTror FREIGHT GUIDE 


‘Time marches onl" Events prove that truck shipping is 
here to 3 Why not handle your truck shipments as 
systematically as you do your shipments by rail? 


To use trucks effectively, you need the OFFICIAL 
MOTOR FREIGHT GUIDE—the authoritative 388-page 
national directory of the trucking industry, issued quarterly. 
Gives complete detailed information on thousands of 
reliable trucking companies. Shows P. U. C. numbers, 
insurance, responsibility, types of service, phone numbers, 
everything you want to know. Its index of 26,000 towns 
shows instantly who goes where. Also gives state legal 
regulations, traffic management articles, warehouse and 


cartage listings . . . a complete service on truck shipping. Part of the Truck Loading Dock of Montgomery Ward & 


Company, illustrating the permanent facilities provided 
for handling truck shipments. Ward's have eight paid 
subscriptions to the GUIDE. 















Did You know — 


That the trucking industry pays 
$300,000,000 per year in taxes 
employs 2,500,000 men... is the greatest 
industry registered under 
the Code .. . handles 
more L. C. L. freight than 
the rails . . . bought 
160,315 MORE new 
trucks in the first half of 
1934 than 1933... gives 
you fast overnight door- 
to-door EXPRESS SERV- 
ICE at FREIGHT RATES? 
The OFFILIAL MOTOR 
FREIGHT GUIDE makes 
truck shipping safe and 
convenient . . . it solves 
your motor transport 
problems. 


WRITE 
for the Facts 


Let us send you 
our big FREE bro- 
chure on the truck- 
ing industry and the 
GUIDE No cost of 
obligation Simply 
mail the coupon 


me 388 PAGES 
sai Size 815" x IL” 
“The ONLY guide 
that makes every 
town a shipping 
center.” 


MAIL THIS COUPON! 
Official Motor Freight Guide 
732-38 W. Van Buren St., CHICAGO 
Please send me your FREE 48-page brochure on Motor Traffic 
Management, the Trucking Industry and the Guide. 

Firm 


— LOW IN PRICE! 
Address igs spay 
City Vow in its 4th big issue 









































